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The Biggest Convention 
Is in Sight 


S THIS issue goes to press, 68,330 sq.ft. of exhibit 
floor space has been sold for the Atlantic City 
convention of the American Electric Railway Associa- 
tion, Oct. 8 to 12. This is more than 6,000 sq.ft. more 
than has ever been sold before at any A. EB. R. A. 
convention. It means that the greatest convention of 
the association’s history is probably to be had this fall. 
It means that 143 manufacturers have planned to bring 
before the railway men of all departments, including 
the accountants this year for the first time, new or 
improved equipment that will help them do their work 
better and more economically. Railway men can ill 
afford to miss such an opportunity as this, for the great 
need of the day in railway transportation is to 
modernize. These exhibits will give many new ideas for 
use in this direction. A lot of development work has 
been going on this last year and it is going to make 
the convention unusually interesting and profitable. 
With this prospect in sight, executives will be justified 
in authorizing a liberal delegation of department heads 
and principal assistants to make the trip to the 
convention. 


Systematic Publicity 
Movement Is Making Headway 


HE systematic business-like method of bringing the 

plain facts about the public utilities to the general 
public through the work of the state public utility 
information committees has spread until there are now 
only fourteen states in the Union without such service, 
according to a recent report. The movement originated 
in Illinois, and largely through the initiative of the men 
behind the Illinois committee this plan of publicity 
work has been set in operation to cover thirty-four 
states. 

The accomplishments of these committees have 
already been great, but the combined results of all this 
work will be a profound influence for good as the ac- 
cumulative effect is realized; provided the present high 
purpose of the matter sent out to the newspapers is 
maintained. On that basis it is believed that the time 
is well within sight when it will be most difficult for the 
unscrupulous politician and demagogue to make any 
headway in trying to spread misinformation about the 
utilities, for the man on the street will already have a 
good deal of knowledge of the utility business in his 
own mind and will not be so susceptible to the de- 
rogatory statements and misrepresentation that have 
been heeded in times past. 

Of course the state committee work is just one of 
many plans for informing the public, but it is one of 
the best. It is these activities which are at last getting 
into full swing that give reassurance of the fair treat- 
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ment of the utilities and of their financial success in the 
future. The very intelligent manner in which many 
newspapers have spoken editorially about the recent 
Public Service Railway settlement plan may be indica- 
tive of some of the subtle effect of the railway publicity 
work, for while the metropolitan dailies have not printed 
so much of the material sent out by the committees, their 
editorial writers have been noting and absorbing it. 


- In fact, from their check on the papers, the information 


committees can cite many cases where an antagonistic 
editorial policy has been transformed into a friendly 
one as the continuous flow of facts has made its im- 
pression. 


Much Is Yet to Be 
Learned in New Jersey 


N GENERAL the situation in New Jersey, where the 

Public Service Railway has been shut down since 
Aug. 1, remains unchanged. A hearing has been held 
on the company’s proposed plan of settlement, as de- 
tailed in the news pages in this issue. The hearing 
brought forth practically no constructive criticism nor 
substitute plan, although the need for the railway was 
shown by the insistence, of nearly all the public officials 
who testified, that the railway start operation at once 
and talk afterward. There has also been some talk 
on the part of public officials of the possibility of 
throwing the company into a receivership. But nothing 
definite has transpired that would indicate an early 
resumption of service. Out of the hearing, and as the 
result of a fairly wide canvass of business men and 
other people in the Public Service Railway territory by 
JOURNAL editors, one gathers the following general im- 
pressions about the situation. 

A great part of the people have not yet come to real- 
ize that they must have the trolleys back, nor that 
they cannot have both bus and railway in competitive 
services. It may take another month before these 
things are appreciated, for)the month of August has 
been a particularly poor one in which to demonstrate 
them. With the return of many residents from their 
summering and vacation places, with the opening of 
schools and the beginning of the fall business season, 
the need for. the return of the trolley will become in- 
creasingly felt. And of course the continued absence of 
the trolleys is about the only way that the necessity for 
correction of the unfair competitive operation that has 
prevailed can be quickly brought home. 

In other words, now that the railway has taken the 
course of shutting down, it may be best to remain shut 
down until it is assured an equitable basis on which to 
operate in the future. It cannot be expected to operate 
again under conditions that permit the bus to give base 
service where business is good, leaving the railway to 
provide the unprofitable long-haul service, the light ter- 
ritory service and the peak-load service. Freed of all 
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_obligations as to rush-hour reserve capacity, as_ to 

unprofitable line service and as to most of the tax bur- 
dens which the railway must pay, the buses have been 
in a position to take the cream, while depending on the 
railway to make up all their deficiencies. This situation 
will gradually come to be realized as the people in the 
outlying territories are heard from. These people are 
hardest hit by the shutdown, because in the long 
stretches outside the larger towns they are getting 
little or no bus service and are enduring a real hardship. 
Furthermore business is being hurt, though some 
merchants seem reticent about admitting or discussing 
it. When this factor becomes more pronounced, busi- 
ness interests will no doubt bring some pressure to bear 
which may be helpful in developing the viewpoint of 
public officials on the need for acceptance of the railway 
plan. 

Another aspect that must be learned is this. One of 
the most commonly voiced objections to the Public Serv- 
ice plan is against turning over the 5-cent buses to the 
railway to operate at 7 cents. The 2 cents difference 
indicated is more apparent than real because the 
5-cent bus does not issue a transfer, and for a 
continuous ride in one direction it charges another 
fare or two as the distance gets much beyond a com- 
paratively short-haul limit. Furthermore, there is 
scarcely any through service and people must frequently 
transfer from one bus to another several times in mak- 
ing a not unusual trip and must pay a new fare on each 
bus. Hence the people must come to understand that 
the difference between these rates of fare is a matter 
of difference in value received—a difference probably 
greater than the 2-cent differential in rate. Or possibly 
a quicker way would be for the company to set up a 
5-cent rate of fare on a basis comparable with the bus, 
collecting one nickel, pay-enter, on the trip to the center 
of a city, and another, pay-leave, on the outbound run, 
as is done on the Hastern Massachusetts Street Railway 
system. The basic nickel fare has a great appeal and 
possibly it could be worked out to provide adequate 
revenue in New Jersey. It might also tend to win 
public approval in some Jersey communities if the com- 
pany could get away from the uniform state-wide rate 
and charge whatever rate was proper for the conditions 
in each city. 

Whatever the details of the solution, it is evident that 
the public of New Jersey must come to understand that 
it cannot expect railway service to continue while im- 
posing conditions under which the railway cannot pos- 
sibly live. If this lesson is brought home, it will serve 
as the most important of the several precedents estab- 
lished to that effect—Toledo, Bridgeport, Des Moines, 
Saginaw. 


Study the Advance Engineering 
Reports Before Convention Time 


T IS quite certain that the advance reports of the 

various committees of the Engineering Association 
will be distributed about Sept. 1. Their receipt by the 
membership approximately five weeks before the con- 
vention opens at Atlantic City should give every member 
ample opportunity to study the reports thoroughly and 
to be prepared to discuss them on the convention floor. 

If the advance distribution is effected as planned, 
there can be no good reason for anyone justly to say 
there has been no chance to study the reports in order 
to prepare comments. 

The committees have been very industrious, and valu- 
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able work has been done. This includes the intensive 
study given to the Engineering Manual with the intent 
of providing material for its prospective and much 
needed revision. The work of the officers and commit- 
tees deserves the support of the membership, and this 
will best be shown by ample discussion of reports at the 
convention, which their early circulation will permit. 

Ample time for this will be allowed, and the sessions 
will be convened on time following the precedent set at 
Chicago last year. With ahead-of-time reports and on 
time sessions in prospect, a good convention is assured. 


The Day’s Work— 
Is It Better or Worse? 


GOOD many people are fond of saying that the 

working man of today is worth far less than his 
predecessor of a generation ago. This statement is 
frequently coupled with a lament about high wages, and - 
a gloomy prediction of national disaster because brick- 
layers are paid $14 a day. 

One is reminded of the man who complained that 
“Times ain’t what they used to be,” and that tart re- 
joinder “No, and they never were,” from the other man 
who realized that times as “they used to be” are often 
mere figments of the imagination. Is the better day’s 
work of past times also-a figment of the imagination? 

Without touching at all on the complex question of 
wages, it would be interesting to know whether or not 
the modern working man really does less work in a 
given time, or work of a poorer quality, than his pre- 
decessors used to do. A number of railways incline to 
the belief now that the quantity and quality of work is 
much improved over the situation in the war period 
and is about as good as it ever was. Furthermore, 
thanks to labor-saving machinery in certain railway 
operations, more work is actually being accomplished 
per dollar of cost than was the case in the “good old 
days.” So perhaps we should avoid generalizations 
about labor’s inefficiency, for it appears that, at least in 
some cases, it is no longer justified. 


The Proposed Broadside Investigation of 
Public Ownership in Europe 


PLAN for “attacking the European public owner- 
ship bugaboo” has been proposed by some energetic 

publicity men, as noted in the news columns in last 
week’s issue. The plan is to organize a “public owner- 
ship research commission” from a group of the public 
relations utility men who expect to attend the world’s 
advertising convention in London next year. 

Irrespective of whether the information desired could 
best be secured in this way, it might be well to point 
out that not so many years ago a commission to study 
this same subject was sent to Europe by the National 
Civic Federation, and the results are embodied in an 
extensive report published by the Federation. The 
commission undertaking this study was made up of an 
equal number of representatives of those in this country 
in favor of and opposed to municipal ownership of 
utilities. Conditions cannot have changed so much since 
that report as greatly to vitiate its conclusions. 

Incidentally, it might be said that the political condi- 
tions in Great Britain and Europe and in this country 
are so different that any prosperity which British 
municipal utilities may have attained is not necessarily 
an indication that municipal operation would be equally 
successful here, 
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Energy Consumption Reduced in St. Louis 


Tests Made on United Railways of St. Louis Result in Installation of Meters on 1,420 
Cars—Test Procedure and Results Described—Education of Car Operators Is an Impor- 
tant Factor — Definite Factors Found for Traffic and Temperature Variation — Com- 
pleted Installation Has Resulted in Peak Load as Well as Over-All Energy Reduction 


By Benjamin F. Thomas, Jr. 


Mechanical Engineer United Railways Company of St. Louis 


URING the summer of 1922 tests were run on 
two lines of the United Railways Company 
of St. Louis, which showed that by the use of 

Economy watt-hour meters, with proper instruction 
of the motormen in the handling of their cars, a saving 
of better than 10 per cent in the energy used for car 
propulsion could be effected. In consequence the com- 
pany ordered meters for its 1,420 motor passenger cars, 
and the installation was completed on March 1 of this 
year. 
For the tests the Park line was selected. This com- 
bination east-and-west and crosstown route is consid- 
ered a very hard line for the platform men, operating 
as it does through dense traffic downtown and carrying 
a high number of passengers per mile, while it is 
enough of a crosstown line to have many stops at the 
short blocks on all north-and-south streets. 

The meters were installed during April. A “blind” 
test was started on April 26, after all of the cars had 
been turned in at the carhouse for the night, and was 
completed the night of May 3. A meeting of the motor- 
men was held the following day, at which the purpose 
of the meters, the method of keeping records, and the 
way in which power could be saved were explained. 
The actual test began the next morning, May 5. The 
first day showed a saving of 8.5 per cent over the 
“blind” period. It increased day by day, the aver- 
age reduction in energy for the first week of operation 
being 10.42 per cent. The second and third weeks did 
not quite equal this figure. During these first three 
weeks nothing whatever was said to any of the men 
except at the first meeting. 

After this period an instructor was appointed to 
show the men how to operate more economically. The 
effect was felt at once, the saving in the fourth week 
being nearly 4 per cent higher than the preceding, and 
it rose gradually to 16.5 per cent. The saving then 
remained above 15 per cent until Oct. 1. 

The results are shown graphically in Fig. 1, while 
Fig. 2 gives the energy taken per car-mile for cars of 
the same type and weight, but equipped with different 
motors. An exception is made of the cars pulling trail- 


TABLE I—BLIND AND STANDARD ENERGY CONSUMPTION, 
DIVISIONS 4 AND 7 


Standard Kilowatt-Hours for Each Round Trip 


Adjusted 
Kilowatt-hours Car Series —————_. 
Standard Round per Car-Mile 1,700 
Car Trip Stand- 1,100 to 500 
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ers, which are of a different type and weigh about 
2,000 lb. more. This curve shows the effect of motor 
equipment on energy consumption. 

A check test was run upon the Jefferson line, a heavy 
crosstown route. The energy saving on this line rose 
gradually to 13 per cent. Based upon the results of 
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Fig. 1—Results of Power-Saving Test, Park Line 


the two tests, it was thought that the saving over the 
entire system would be not less than 10 per cent at 
the cars, and, since a saving of this magnitude would 
effect a big reduction in the power bill, the installation 
of the meters was considered economically desirable. 


THE BLIND TEST 


Each meter, when it was installed on a car, had a 
black paper mask concealing the dial. When all the 
cars at one shed had been equipped with meters, a 
“blind” test was run for one week, the meters being 
opened and read in one night by men from the office, 
the readings being repeated one week later. At the 
second reading the masks were removed. The mileage 
made by each car during this period was kept, so that 
from this and the energy readings the kilowatt-hours 
per car-mile were computed. The figures were tabu- 
lated and averaged for each line and type of car to 
show how much energy the men were using prior to 
the power-saving campaign. 

Adjustment factors for the various types of cars 
also were determined from these readings. On some 
lines two or four series of cars may be used that 
differ in weight and motor equipment. One type was 
selected as standard for each line and the kilowatt- 
hours used by other types adjusted to the same basis. 
As a simple example, the two-car train uses twice the 
energy taken by the light-weight Peter Witt car, so 
the adjustment factor for the trains on that line is 0.5. 
A similar adjustment was made for every line to 
reduce the readings on each type of car to the same 
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basis as the kilowatt-hours per car-mile for the standard 
car selected for that line. A “standard” also was 
worked out for each series of cars on every line in 
kilowatt-hours per round trip, by reducing the blind 
for each series by 10 per cent and then multiplying 
by the round-trip mileage. Table I shows these data 
for two divisions. 

No attempt was made to adjust the blind for each 
line for variations in the temperature and number of 
passengers, because it was thought best to have a fixed 
amount for the men to work against. This causes the 
indicated saving to appear a little higher or lower than 
the actual, but the per cent of saving shown on any line 
is only to keep up the interest of the men, the real 
saving being calculated at the switchboard. 

As a check upon the blind figure, watt-hour meters 
were installed in the substations upon certain feeder 
sections of a few lines. These meters were read daily 
at 3 a.m. and at the beginning and end of the peak 
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Fig. 3—Peak load and energy consumption on Grand line feeder. 
Fig. 4—Temperature correction factor for energy per car-mile. 
*. 5—Relation between passenger travel and energy consump- 


hour. Curves were drawn showing the kilowatt-hours 
per car-mile, and the kilowatts per car during the peak. 
The curve for the Grand line is shown in Mico. seh he 
saving is 15.7 per cent, which compares favorably with 
that of 15.3 per cent computed from the motormen’s 
cards. Table II shows the results of these metering 
tests. 

A few days after the blind test was completed, two 
meetings of instruction were held at each shed, one in 
the afternoon and one jin the evening. All motormen 
and conductors had to attend. At these meetings were 
explained the purpose of the meters, the ways in which 
it is possible to save energy, how to fill out the meter 
cards properly and how the records are kept. 

Each motorman fills out a separate card for each car 
he operates, giving the information from which the 
mileage can be determined. The cards, which are of 


ELECTRIC RAILWAY JOURNAL 


Vol. 62, No. 9 


the type now generally used for this work, contain 
spaces for the following: 

Motorman’s name and badge number; date; car num- 
ber; line; run number; time, place and meter reading 
when taking the car; time, place and meter reading 
when leaving the car; deviations from the regular 
schedule. 

A place for subtraction of meter readings and the 
calculation of the mileage is left for office use. The 
men are instructed to note on their cards any and all 
trouble with their cars, or any occurrence beyond their 
control that might require the use of more energy than 
normal. 

At the end of his day’s work, the motorman turns 
in to the station clerk his card, properly filled out, and 
it is sent to the main office the next morning. There 
the computations are made, after which the cards are 
filed by the motormen’s names and badge numbers with 
individual index cards. Twice each month these cards 
for each man are totaled and the kilowatt-hours and 
car-miles entered on the index cards, which are then 
sorted in order of standing, the man using the least 
energy per car-mile being first, etc. 

A summarized list is made for each line, showing 
the standing of each man, his average energy consump- 
tion for the last period and the preceding one, and 
the saving for the entire line. This list is posted on 
the carhouse bulletin board, copies being kept by the 
office, the power saving instructor and the division 
superintendent. The power saving instructors, of whom 
there are two, ride on the cars with the men far down 
on the list and instruct them to operate their cars more 
efficiently. Their value was demonstrated during the 
tests on the Park and Jefferson lines. 


AMOUNT OF SAVING AT THE SWITCHBOARD 


The energy saving computed from the motormen’s 
records is that at the cars. To it must be added the 
reduction in distribution losses between the substa- 
tions and the cars. It is at the switchboard that the 
saving really means money, so that it is essential that 
it be computed for this point as accurately as possible. 
For this purpose power statistics were plotted for the 
past seven years, and from them it was possible to 
extrapolate the curves for each month after the cam- 
paign started to show the amount of power and energy 
that would have been used under present-day conditions 
had the meters not been installed. 

The first step was to determine the variation in 
energy per car-mile due to the weather. July was taken 
as the basic month because the lowest energy con- 
sumption per car-mile usually was obtained during this 
month. The energy consumption in kilowatt-hours per 
car-mile for each month was divided by that for July 
of the same year. This ratio was called the “tem- 
perature correction factor,’ and was compared month 
by month for all years under consideration. A simi- 
larity was noted for the corresponding months of each 
year. This factor was plotted against the mean tem- 
perature for the. month and this resulted in the very 
smooth curve shown in Fig. 4. As the temperature 
decreases the power consumption increases, due to 
higher friction, unfavorable rail conditions, higher 
winds causing greater side pressures, slower operation 
due to snow, sleet, etc. From this curve can be ob- 
tained for any month the proper temperature correc- 
tion factor to reduce all power figures to a comparable 
basis. 
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The next step was the determination of the relation 
, between energy consumption and passengers carried. 
The figures for passengers per mile were plotted 
against the kilowatt-hours per car-mile by months for 
each year and then for a number of years together. 
These curves showed nearly a one to one ratio, which 
at first seemed entirely too high, as generally this re- 
lation is considered to be about three to one. However, 
this ratio was confirmed by the plots, and the result 
is shown in Fig. 5. The actual ratio as determined on 
this curve is 1.2 to 1. All the data had previously 
been corrected for temperature. 

The next thing done was to figure a “blind” of energy 
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May, 1923, was 64.1 deg. F., and 10.04 passengers per 
car-mile were carried. From the curve the temperature 
correction factor is 1.033, and the passengers 0.4 per 
cent above 10. The blind for May is then 

4.06 X 1.033 X 0.01 (100 ne a) er 
The actual kilowatt-hours per car-mile for May was 
3.82, showing a saving of 0.39 kw.-hr. per car-mile, or 
9.26 per cent. 

The figure used for the blind, 4.06, was calculated 
by three separate methods and all checked within 1 per 
cent, so that it can be considered representative. This 
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consumption per car-mile. Power saving in St. Louis 
started in May, 1922, and a slight though indeterminate 
effect was felt over the whole system shortly after. 
In order to have no effect of this power saving in the 
blind figure, the data for the! twelve months preceding 
May 1, 1922, were used. The actual kilowatt-hours per 
car-mile was determined for each of these twelve months 
and adjusted for temperature and to a basis of ten 
passengers per car-mile. The resulting figure was 4.06 
kw.-hr. per car-mile at 81 deg. F., about an average for 
the month of July, and with ten passengers per car- 
mile. From this base the blind for any month can be 
calculated from the formula: 


Blind — 7 < 0,01 (100 25 one 
where JT is the temperature correction factor, and P 


is the per cent change in passengers per car-mile from 
the standard of 10. For example, the temperature for 


figure is calculated at the a.c. switchboard. The mile- 
age figures used include all cars, passenger-motor and 
trailer, work cars, cars to and from shops, chartered 
cars and the car-miles of the Missouri Electric Com- 
pany, a subsidiary. No deductions are made from the 
total energy used, so that it includes all energy for 
lights, shops and miscellaneous uses. Fig. 6 shows 
the power statistics plotted for five years, showing the 
important factors bearing upon the energy consump- 
tion. 


POWER DEMAND Is REDUCED AT THE PEAK 


The demand charge for power at the peak being a 
large per cent of the total cost, the reduction of power 
demand is a matter of much concern with this com- 
pany. On account of this charge the monetary saving 
is not directly proportional to the reduction in energy. 
That there can be a saving on the peak as well as for 
the twenty-four-hour average it is reasonable to as- 
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TABLE II—RESULTS OF METERING CERTAIN SECTIONS OF THE 


LINES 
————Blind Period -——Energy-Saving Period —— 
Number Kw.-Hr. Passengers Number Kw.-Hr. Passengers 
fe) per per _of per per. 
Line Weeks Car-Mile Car-Mile Weeks Car-Mile Car-Mile 
Olive. Se sdk 4 Bel 11.83 5 3.28 11.09 
Broadway.... 3 3a27, 8.61 5 2.95 8.53 
Grand 3.2" 5. 5 3.06 15.25 4 2.58 15.20 
Jefferson 1 3.62 15.26 7 332 15.21 
Power Saving on Peak, 
Energy Saving, Per Cent Kilowatts per Car 
Adjusted for from : Power 
Decrease in Motormen’s Blind Saving Per 
Line Gross Passengers Records Period Period Cent 
Over ea: Bh Wo ee) 1.34 9.56 12.73): 12,04) 45742 
Broadway....... 9.79 9.17 8.73 12.65 12.08 4.50 
Grand Janeen 15.69 15:35 15.26 5.97 5.68 4,86 
Jefferson........ 8.29 8.01 11,89 4.50 4.19 6.89 


sume, because a car can be operated economically dur- 
ing the peak as well as at other times. More energy 
will, of course, be used, and if compared with the aver- 
age blind, a smaller saving will be shown. Were the 
blind obtained just for the peak hour, the present use 
would show almost as great a saving as when the all-day 
figures are used. The only objection to this reasoning 
is that the motormen, knowing it is harder to operate 
economically, make less effort so to do. On the Park 
line an effort was made during the test period to deter- 
mine the saving on the peak, by comparing the saving 
effected by the trains with that for all cars throughout 
the day. The trains operated only during the morning 
and evening peaks and in a three-week average showed 
a saving of 8 per cent as compared with the over-all 
saving of 9.6 per cent. 

A further check was tried by metering certain feeder 
sections on a few lines. These figures, given in Table 
II, showed a decrease in the energy used during the 
maximum hour varying’from 4.5 per cent to 6.9 per 
cent, but only a limited amount of reliance can be placed 
upon them because of their being obtained by subtract- 
ing meter readings differing by a very small amount. 

To show the effect on the system peak, the data 
for 1921, 1922 and 1923 have been plotted in Fig. 7. 
For May, 1923, the saving in power is shown as 6.8 
per cent, while the energy saving for this same month 
was 9.3 per cent. at the a.c. switchboard. As the men 
become better instructed it can be expected that this 
peak saving will rise more rapidly than the all-day 
energy saving, because it is in this period that they 
need instruction the most. 

The installation of watt-hour meters on all the cars 
of this system is, I believe, economically a success. 
Besides the actual saving’ in energy there is a reduc- 
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tion in brakeshoe and wheel wear, variously estimated 
up to 25 per cent, and a decreased maintenance of the 
electrical equipment. 

There is a tendency for the motormen to exaggerate 
the difficulties of power saving, but this can be over- 
come by proper instruction. Great savings can be made 
if a follow-up system is faithfully carried out. By this 
is meant the prompt, regular and accurate posting of 
the lists for each line at the stated times; the proper 
instruction by men not only capable of operating a car 
very well but able to instruct others, and the proper 
attitude and backing of the management and the trans- 
portation department. It is a combination of all these 
conditions that has made power saving a success in 
St. Louis. 


Extensive Use of Charts 


All Essential Data Are Recorded Graphically for 
Quick Reference—Connecticut Company Finds 
Them Very Useful in All Departments 


EVERAL articles have recently appeared in this 

paper describing the use of graphs by the power 
and equipment department of the Connecticut Company 
for tabulating various data-needed in that department. 
The use of graphs and charts, however, is not confined 
to the power and equipment department of the company. 
They are used extensively by all departments of the 
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company and have been found most useful as a method 
,of tabulating information and keeping it up to date. 
This makes the figures instantly available in a handy 
form, and permits of comparisons more readily than 
when pages of figures must be analyzed. The amount of 
information that can be put on a single sheet also is 
considerably more than can be given in figures. 


CHARTS COMPILED FOR COMPANY EXECUTIVES 


Charts are also used for outlining the organization 
of the company, as shown in the two charts reproduced 
herewith, one giving the general organization and one 
the detailed organization of the transportation depart- 
ment, under the direction of the vice-president and 
general manager. 

Four other charts are reproduced as typical of those 
compiled for the executives, and particularly for the 
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transportation department. A feature of these charts 
is that the rates of fare for the various periods covered 
are indicated at the top of each chart. 

These charts show respectively the percentage for 
each year; the percentage increase in operating costs 
over 1916; the percentage increase in cost of materials 
over 1913, as based on the principal material purchased 
by the company; the percentage increase in revenue 
and operating costs over 1916, and the amounts ex- 
pended for payrolls and per cent of increase over 
the year 1916. 

These charts are kept up to date under the direction 
of the construction engineer and copies are supplied to 
the various heads of departments and others interested. 
It gives them the facts, and these are often very useful 
in any question which may come up on the increased 
cost of operation in recent years. 
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Derrick Removing the Old Rails and Ties Which Will Be Used Again for New Trackwork 


Railway Does Better Paving 
than City 


Replacement of Single Track by Double Track in Ft. 
Wayne Involves Novel Features of Removal 
and Reconstruction : 


PPORTUNITY was afforded the Indiana Service 
Corporation to observe the effects of time and 
traffic on its standard paved track construction when it 
recently became necessary to replace the single-track 
line on South Calhoun Street, Fort Wayne, with a 
double-track line. While the surface of the pavement 
between the rails remained in perfect condition and 
served to indicate that the construction underneath had 
not broken down, the tearing up of the track verified 
the supposition. 
The track construction, as is illustrated in the accom- 
panying drawing, is of the wood tie type with a sub- 
slab of concrete and brick paving separated from the 


Concrere track foundation 


or “Drain tile 


Detail of Track Construction 


tie by a cushion of sand. Crushed-stone ballast is pro-- 
vided between the ties and the concrete slab, while a 
concrete mixture is used between the ties. Sawed cedar 
ties, 6in.x8in.x7ft. long, placed at 24-in. centers, are 
used under the 7-in. 91-lb. plain girder rail. A 4-in. 
drain tile is placed under each track wherever needed. 

In the double tracking of this particular stretch of 
Calhoun Street it was, of course, necessary to remove 
the pavement on each side of the single track and extend 
the single-track concrete slab to two-track width. As is 
shown in an accompanying photograph, a derrick was 
used to remove the single-track ties and concrete be- 
tween the ties. A temporary track was laid along one 
side of the street in order that service might be main- 
tained during the reconstruction period. The rails of 
the old single-track lines will be moved over and used for 
one track of the new double-track line. After nine years 
of service, the ties were still in such excellent condition 
that they also will be used in the new track construction. 

Some idea of the service this particular stretch of 
track has given may be obtained from the following: 


Total interurban cars (two daily freight, twenty- 


four daily passenger), at 35 tons each.....1... aspen 910 tons 
Total city cars, 534 daily at 10 tons each.) Jo... see 5,340 tons 
Total \ weight’. ctas.bs seme unthetecrs coke eae ene eee 6,250 tons daily 
Average weight per=wheeli.. 5 32a epacss vce + pr nieeeenee 2.7 tons 
Number ‘wheels peryjointe ver. re cues ee cee 586 per day 
Total tons” per WON cee = ko ena ie ae eee 1,582.8 per day 


Left—Brick Paving Is Laid on a Sand Cushion. 


a 
Right—Adjoining Pavement Has Worn Less Well than that Laid by Railway 
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Although the track was not designed for the heavy 
vehicular traffic coming in and out of the city, which 
amounts to about 4,000 automobiles and trucks per day, 
it has stood up well under these conditions. Some com- 
parison between the pavement laid by the railway and 
that adjoining it may be obtained from an accompanying 
illustration, which shows one of many holes at the side. 
Both pavements were laid at the same time. Although 
the original construction of the track employed cast- 
weld joints which have stood up well under the serviee, 


all new construction is being made with Thermit weld 
process. 

The total cost of such construction, including the 
temporary track for operation of the regular schedule 
during construction, amounted to $6.66 per foot in 1914, 
at the time that the original construction was made, and 
it would be $10.98 per foot if reconstructed today. 
During the nine years that this track has been in service 
no money has been spent upon it for maintenance or 
repairs whatsoever. 


Modern Cars Double Net Revenue 


A Year of Operation of 12!14-Ton One-Man Interurban Cars by the Kentucky Traction & Terminal 
Company Demonstrates Their Economy and Merchandising Ability—-They Early and 
Apparently Permanently Eliminated Destructive Bus Competition 


railway system of the Kentucky Traction & Ter- 

minal Company, radiating to Frankfort, George- 
town, Paris and Nicholasville. See map on page 210 
of the Aug. 11 issue. The interurban business of 
the company is about equal to that which it does in 
Lexington, the only city in which it furnishes local 
service on a considerable scale. 

Previous to February, 1922, the company operated, 
on the interurban lines, ten cars weighing about 38 
tons each. These cars were known to be too heavy, and 
both the railway and the railroad commission were 
planning for improvement in operating conditions when 
the matter was brought to a head by the development 
of bus competition which threatened to absorb’ all the 
business. “On one line the buses got as high as 60 
per cent of the traffic. Radical action was necessary. 

Study of what had been done elsewhere and con- 
ference with manufacturers indicated that a one-man 
ear could be designed to weigh only about a third of 
the weight of the heavy cars, and ten of these cars 
were ordered. The number has since been increased 
to twelve. 

These interurban cars, of which the details were 
given in the issues of this paper for April 29, 1922, 
page 736; June 3, 1922, page 893, and Oct. 7, 1922, 
page 561, weigh completely equipped 25,100 Ib. They 
are equipped with four GE-264 motors, 26-in. steel 
wheels and K-35 control. They were designed with a 
view to attractiveness and comfort as well as lightness, 
and were put into service on a headway reduced one- 
third, i.e., from one and one-half hours to one hour. 
Just previous to the date when ‘the new cars went into 
commission a reduced fare was put into effect, and 
special concessions were made to induce patrons to pur- 
chase tickets. These features were well advertised in 
advance. 

The result of the inauguration of the new service 
was almost immediately to eliminate bus competition. 
- The new cars reduced the power consumption by 50 per 
cent on the interurban lines and 15 per cent on the city 
and interurban lines together. The maximum demand 
on the power house was reduced about 600 kw. The 
energy consumption per car-mile on the interurban cars. 
was reduced from 4.8 kw.-hr. to 2.3 kw.-hr. Various 
other savings were evident from the start. 

The cars have now been in use more than a year, so 


| EXINGTON, KY., is the center of the interurban 


The 25,100-Lb. Interurban Car Which Has Brought Results 
in Kentucky 


that it is possible to give comparative results over a 
period long enough to show the accuracy or otherwise 
of the first estimates. The over-all results of the 
reduction in weight of the cars used on the interurban 
lines, the operation of these cars by one man, the im- 
provement in service with consequent elimination of 
competition, together with minor economies, are as fol- 
lows: First and most important, the net revenue, or 
difference between gross revenue and operating ex- 
pense, for the fiscal year ended March 31, 1923, as 
compared with the preceding year, increased 102.4 per 
cent. This is the composite result of a 12.7 per cent 
increase in operating revenues and a 13.2 per cent 
decrease in operating expenses. 


WHERE THE SAVINGS WERE MADE 


The principal savings in operating expenses were in 
the following items: (1) Power cost, which, due to 
an 18.1 per cent reduction in total energy consumption, 
decreased 16 per cent, in spite of a large increase in 
the price of coal, the kilowatt-hours per car-mile being 
40.7 per cent less and per car-hour 40.4 per cent less; 
(2) equipment maintenance, 35.8 per cent; (3) track 
maintenance, 34.3 per cent. 

The car-miles were 38.4 per cent, and the car-hours 
37.4 per cent greater, so that the cost of conducting 
transportation was not greatly reduced. It actually 
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was 7 per cent less. The number of passengers per 
car-mile was 5.2 per cent and the revenue per car-mile 
18.6 per cent less, but much more than offsetting this 
was a reduction in expense of 37 per cent. The sched- 
ule speed of the cars remained about the same, i.e., 
19.9 m.p.h. as compared with 19.7 m.p.h. 

There were also certain operating savings which 
were beneficial in several directions. For example, 
the number of late trains was reduced 64.2 per cent, 
and the time thus lost 53.1 per cent. The number of 
cars put.out to replace bad-order cars was 30.7 
per cent less, and the corresponding cost 53 per 
cent less. Although less definite as to connection 
with the operation of the new cars, the fact that 58.8 
per cent fewer ties had to be replaced is an indication 
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Fig. 1—Interurban Car Maintenance Costs, Kentucky Traction & 
Terminal Company 
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Figs. 2 to 5—Lubrication Data for Interurban Cars 


of track maintenance savings. Tie replacements were 
made with an increased spacing; instead of being on 
2-ft. centers, the new ties are spaced from 2 ft. 6 in. 
with 60-lb. rail to 2 ft. 9 in. with 70-lb. and 3 ft. with 
80-lb. rail. 

Reference was made earlier to the fare situation on 
the interurban lines. For comparison with the present 
fares it will be of interest to note that the fare has 
been modified from time to time as follows:° Prior 
to June 6, 1914, it was 2 cents per mile, but was 
increased on that date to 2% cents, except that a 
mileage-book rate of 2 cents was retained. Four years 
later both cash and mileage rates were raised to 3 
cents, and on Aug. 26, 1920, they went to 3.6 cents, 
the standard steam railroad rate throughout the 
country. This was the maximum. On Dec. 1, 1921, the 
cash fare came down to the present rate, 3.25 cents, and 


the mileage rate to 3 cents. The following table shows 
the relative numbers of passengers paying cash, pur- 
chasing tickets and using mileage books: 


PERCENTAGE OF TOTAL PASSENGERS 


Purchasing Using 
Year Paying Cash Tickets Mileage Books 
L914 ccs gre ote oreepateeete erin 85.1 6.4 8.5 
1916 © aseets sce s eee 76.7 10.3 13.0 
191.6: 2)2%5/chascateelen tetera peemeene irdyhei 12.7 10.2 
nh h Goren Ono ccna m mna 77.0 12.2 10.8 
TD LS" <5 ciereeh sn tare ietetstareenetae 73.6 17.3 9.1 
L919 rg svesa ateneretamatansunensteaere 86.3 10.8 2.9 
19:20" - steve rene geheie: elomseore ene aantene 85.7 12.0 2.3 
pL PA chiro tue coon io 85.7 11.8 2.5 
De ic Chowg, POO cod bac oat abe 63.5 36.0 0.5 
LO ZS ky hors el keen rales eee nite BL5 48.5 — 


It is early yet to draw definite conclusions on the © 
maintenance costs of the new cars as compared with 
the old. The company has not kept records separately 
for the interurban cars. From the year 1912 to 
February, 1922, when the light-weight cars replaced the 
heavy interurban cars, the maintenance records cover 
six double-truck interurban cars weighing 72,800 lb. 
each and nine averaging 52,750 lb.; twenty-seven single- 
truck city cars weighing 26,350 lb. each and twelve 
averaging 19,000 lb. each; four freight cars weighing 
from 40,000 lb. to 70,000 lb.; and two work cars weigh- 
ing 35,500 lb. each. In February, 1922, delivery on the 
ten new light-weight cars was begun and in March all 
the old interurban cars had been replaced, except for 
extra runs. 

The effect of substituting the new cars is shown in 
Fig. 1. The total cost of car maintenance per car-mile 
has been reduced materially, and it now is not far from 
the cost of maintaining the heavy cars ten years ago. 
The figure for April was 1.3 cents per car-mile. The 
lubrication results as shown in Figs. 2 to 5 are as 
would be expected. ; 


SHOP COST AND OTHER DATA FOR TEN CARS 
OF THE NEW TYPE 


It will be of interest to note some facts regarding the 
new interurban cars from Feb. 1, 1922, to date, 
although of course the maintenance costs on these 
cars have not as yet settled down to a steady value. 
During the eleven months the ten cars made 945,374 
miles. The average of car-miles per month was then 
67,526, or 6,752 per car per month. This gives an 
average of more than 225 miles per car per day. 

During the period twenty-four sets of wheels were 
changed for turning, these wheels having made a 
mileage of 1,878,279. The average mileage per set of 
wheels changed was, therefore, 78,279. 

As to power consumption the average kilowatt-hours 
per car-mile can be estimated at 1.34. This was deter- 
mined from actual energy measurements on one car 
from May to December, 1922, inclusive. During this 
time the car made 47,498 car-miles, and consumed 
63,837 kw.-hr. 

In ordinary routine maintenance on the cars, the 
expenditure was $2,655 for labor, and $1,005 for mate- 
rial, a total of $3,660. This is an average of 0.387 cent 
per car-mile. 

Hight of the cars were overhauled at a cost of $788 
for labor, and $169 for material, a total of $957. This 
is 0.1 cent per car-mile, calculating from the mileage 
made by ten cars. The overhauling included painting 
the eight cars at a cost of $658 for labor and $135 for 
material, a total of $798, or, more exactly, $99.14 per 
car. 


September 1, 1923 


ELECTRIC RAILWAY JOURNAL 


329 


F reight Accounting on the North Shore 


By Sectionalizing of Agents’ Accounts and Proving to a Known Total, a 
Complete Daily Check Is Obtained—An Illustration Shows 
Methods of Accumulating Totals 


By T. B. MacRae 


General Auditor Chicago, North Shore & Milwaukee Railroad 


; HILE the foundation of the system of daily 
W freight accounts in use on the Chicago, North 
Shore & Milwaukee Railroad rests on the two 
general principles of sectionalizing the agents’ accounts 
and proving to a known total, it differs in the method of 
accumulating totals and in handling the “prepaid re- 
ceived” through the agents’ cash books. So far as the 
writer knows, these two methods are not in use on any 
other road. 

The North Shore line, in its freight department, does 
principally a merchandise dispatch business, which is akin 
to that of the American Railway Express, with the ab- 
sence of pick-up and delivery, but which in its account- 
ing features is similar to the handling of freight on a 
steam road. The term “freight”? used in this article 
should be understood simply as a convenient term for 
reference. 

On the daily balance reports, no provision is made for 
ticket accounting, as our freight agents do not handle 
tickets. Should it be desirable, on some other road, to 
do this, it would be necessary to provide proper accounts 
on this and other record forms, so that one report could 
cover both. 

The receiving agent is held solely responsible for the 
correctness of every item that appears on the waybill. 
He is required to correct any error that may be discov- 
ered in weight, rates, extensions or footings. No cor- 
rection is sent to the local forwarding agent. The 
receiving agent, however, is not permitted to change any 
amount that appears in the “Prepaid” or ‘Advance 
Charges” columns of such a waybill, corrections affect- 
ing either being made by “P.P.O.” (prepaid only) way- 
bill issued either by the receiving or forwarding agent, 
as the correction may require. On the waybills, the 
corrections are made by the auditor after the “received 
abstract” and original waybills have been sent to him. 
Such corrections may be made by the agent and sent to 
the auditor for acceptance, but generally they are issued 
direct from the auditor’s office. 


STANDARD F'ORMS’ ADOPTED 


The standard forms recommended by the (steam) 
Railway Accounting Officers’ Association were adopted 
for our “Received Abstract” and “Forwarded Abstract,” 
with certain changes to conform to our local and account- 
ing requirements. These forms are uniform in size. 
We purchase them blocked in pads, as we have found this 
more satisfactory to the agents than loose leaves. Both 
the agent’s and auditor’s copy are filed temporarily in 
loose-leaf binders, later being bound permanently by 
McBee binders. 

The “Received Abstract” (form 271) is white in color, 
and is made out in duplicate by the agent. The column 
at the right, on the auditor’s copy, headed “Company 
Material,” is for the auditor’s use only, the same column 
on the agent’s copy being headed “Date Paid.” On this 


form are entered all waybills in station and numerical 
order. Each sheet is footed: separately, the totals being 
recapitulated on the last sheet and a grand total made. 
Debit corrections on waybills are added to, and credit 
corrections deducted from, such final totals. In all cases, 
corrections on waybills are handled by entering the cor- 
rect amount in black ink and the amount which was 
corrected in red ink. The red ink figures take out of 
the agents’ accounts automatically the amount originally 
charged, and the black ink figures include the correct 
amount. The records then will show the correct amount 
paid by the consignee without reference to corrections. 
The accumulated totals thus will always add to the 
amount to which they would have footed had the error 
not been made. Clerical errors in the abstract that are 
discovered and corrected by the auditor are adjusted by 
the agent, by changing the abstract and handling the 
error through the last accumulated totals. This may be 
done if several days have elapsed. 

Agents must take a “Debit Waybill” correction into 
account within a day or two after its receipt, or else 
return it to the auditor with reasons for non-acceptance. 
The original freight bill must be returned with the cor- 
rection, when taken into account, or a waiver must be 
secured from the consignee, on the correction sheet, if a 
freight bill has been paid and the original cannot be 
secured. If the freight bill has not been paid, agents 
are permitted to take a credit correction into account, 
returning the original freight bill with the correction. 
A “Credit Correction” cannot be taken into account, if 
the freight bill has been paid, until a refund is made,. 
the original freight bill taken up or the waiver secured.. 
If the refund cannot be made, the “Credit Correction’” 
must be returned to the auditor with a full explanation, 
such corrections being handled through the general 
books without reference to the agent’s account. All cor- 
rections accepted are attached to the original waybills in 
the auditor’s office. In case an agent returns a credit 
correction, due to the inability to make a refund, proper 
notation is made on the original waybill to adjusting 
entry. 

Interline waybills are abstracted in a similar manner, 
and the totals, after waybill corrections are handled, are 
carried to a summary sheet, and the final total for the 
day established. 

The totals for the period are accumulated on the 
agent’s copy. On the first day of the month there is no. 
accumulation, the totals for the first day being listed 
below the totals for the second day, and the accumulated 
total for the two days obtained. The totals for the third 
day are added, giving an accumulation which is contin- 
ued day by day, until the end of the month. 


“FORWARDED ABSTRACT” 


The “Forwarded Abstract” (form 273) is pink, also 
being made out in duplicate by the agent. The auditor 
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uses the column “Date Paid” to stamp the date the way- 
bill is reported by the receiving agent, or the month it 
is taken into the interline account. Waybills are ab- 
stracted in numerical order without regard to local or 
interline billing. The totals are recapitulated and accu- 
mulated, and clerical errors are corrected, in a manner 
similar to that already described for the ‘Received 
Abstract.”” No waybill corrections are issued for for- 
warded billing, but certain precautions are taken to pre- 
vent the agent from making the same error continually. 
The agent must send to the auditor receipts for “Prepaid 
Beyond” and ‘Advance Charges Paid.” The forwarding 
agent is responsible for the amounts entered in the 
“Prepaid” and “‘Advance Charges” columns, the waybills 
being checked carefully in the auditor’s office against 
such items. Any errors discovered are considered cleri- 
eal errors. If in the “Prepaid” or ‘‘Advances For- 
warded” columns, due to error in rates, etc., they are 
corrected by “P. P. O.” waybills exchanged between the 
receiving and the forwarding agents. 

If the forwarding agent discovers an undercharge in 
the total of a “Prepaid Beyond” waybill, he issues a 
P. P. O. without consulting the receiving agent. This is 
done in order to protect the connecting road as promptly 
as possible. If the agent of the connecting road files a 
claim with our junction agent for undercharge, he is 
permitted likewise to issue an “A. C. O.” (advance 
charge only) waybill. This is practically the only use 
permitted of an “A. C. QO.” 

The “Abstract of Miscellaneous Charges” (form 270) 
is slightly smaller than the two preceding forms, and is 
straw color. It is used to report all charges not pro- 
vided for by the “received abstract” and the “forwarded 
abstract.” Totals are accumulated and clerical errors 
are handled in a manner similar to that described. 
Waybill corrections are issued for switching and demur- 
rage. The column “Date Paid” is not used in the audi- 
tor’s office except for an occasional memorandum. In 
addition to the specific items called for on this report, 
agents are required to keep a station record on this 
form for ‘Special Debit.” 

At the close of the month’s business the agent lists on 
the “Received Abstract” all items of every kind he has 
taken into account during the month and which remain 
unpaid as of the last day of the month. This statement 
becomes the agent’s “Report of Uncollected”’ and it must 
be signed by the agent personally. No other form of 
monthly freight report is required. The agent makes 
the proper notation on abstract affected and his monthly 
accounts are closed. When the items listed on the 
abstract are paid later, they are stamped off on this 
form and not on the original record. 

The “Daily Balance Report” (form 268) includes deb- 
its and credits provided for by daily abstracts and such 
additional items as enter into the agent’s accounts. This 
is the small loose-leaf form, which is 9 in. x 63 in. over 
all. “Special Debit” and “Special Credit” are unusual 
items charged or credited by the auditor. Credit is 
taken for “Relief Claims’? when claims of this nature 
have been allowed. These three items are entered in the 
miscellaneous columns of the cash book the same day 
they appear on the balance report. Credit is taken on 
the report for freight charges on company material 
when the material is delivered and a receipt obtained on 
the freight bill. Such freight bills are forwarded to the 
auditor with the balance report. The “Total Prepaid” 
on a “Prepaid Beyond” waybill is carried as “Due to 
Connecting Road’s Prepaid Received’ until settlement is 
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made. Against this the total debit of such a waybill is 
carried as “Due from Connecting Roads.” 


ACCOUNTS KEPT BY THE AUDITOR 


The auditor keeps an account in his office with each 
agent on a loose-leaf ledger with twenty-two columns, 
covering debit items on “Balance Report” (form 268) 
numbers 2 to 13, and a total debit; credit items numbers 
19 to 25, an additional column for cash in transit and a 
total credit. This form is ruled horizontally with thirty- 
four lines, one for each day of the month, a balance line 
at the top and one at the bottom, and a line for total 
footings. The items on the various abstracts are entered 
on this ledger after such abstracts have been verified. 
Debit item 13 and credit items 22 to 24 are not entered 
until their correctness has been established. Credit for 
cash remitted is made when the amount appears on the 
treasurer’s report of cash received. When all the entries 
are posted the various columns are footed and cross- 
footed, totals of vertical columns being put in with a 
lead pencil. The total debit to the date on the ledger 
must agree with “Total Debit to Next Report,” line 14 
of the balance report. The same is true for the 
credit side. 

The grand total of the various columns for all agents’ 
accounts are recapitulated at the end of the month, and 
all figures are available for journal entry. Amounts 
covering interline accounts (debit items 4 and 5 and 
credit item 20) are transferred to a clearing account 
pending adjustment. The recapitulation of the totals 
of the various interline “Received Abstracts” must agree 
with items so transferred. “Prepaid Forwarded’ is 
credited, and “Prepaid Received” is charged to a sus- 
pense account. “Prepaid Forwarded” on interline billing 
is charged to this account from interline abstracts re- 
ceived from the connecting roads. The balance of such 
account, when the books are closed, represents the sum 
of the prepaid on ‘Unreported Prepaid” waybills, both 
local and interline. This account is analyzed and bal- 
anced each month. “Advance Charges Forwarded” are 
handled in a similar manner. 

The agent’s cash account is kept in a bound book, 17 in. x 
13 in. (form 269). In the column “Uncollected Previous 
Month” are entered all items shown on the abstract for 
the first day of the month as uncollected. In the column 
“Freight Charges” are entered items charged in the 
“Total” column of the “Received Abstract.” The cash 
book must be balanced daily and ruled off. The account 
is opened: by entering the cash on hand for the previous 
day in the “Total” debit column. Receipts and disburse- 
ments are entered in detail in'the proper columns, and 
also in the total column, either in detail, or with totals 
only, as the agent may prefer. “Prepaid Received’ 
items as given in the abstract are entered in detail in 
the column “Freight Charges” and contra entries in the 
column “‘Prepaid Received.” We have found from expe- 
rience that this produces better results when entering 
prepaid items in the total. Credit is taken on the debit 
side of the cash book in red ink for refunds made on 
credit waybill corrections. 

When all the entries for the day are in, the various 
columns are footed and the balance of cash on hand is ~ 
entered in the “Total” column on the credit side. The 
totals appearing in the debit and credit “Total” columns 
must agree, of course. The totals of each column, exclud- 
ing “Total,” are first accumulated and then the last accu- 
mulation is cross-footed. Unless all cash has been re- 
mitted, which must be done for the last day of the 
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month, the accumulated amount now appearing in the 
debit and credit “Total” columns will not agree, the 
difference being cash on hand. 


PRINCIPLES FOR PROVING TO A KNOWN TOTAL 


It will be noted that the agent’s debit accounts have 
been sectionalized by the use of three abstracts, and the 
credit accounts by two abstracts and three columns 
in the cash book. Proving to a known total is based on 
the following principles, three of which we believe will 
find common acceptance, and one which perhaps is 
debatable: 


1. If to the debit of the station on the first of the month, 
there are added all debits for any period, the sum must be 
total debit of station. The same must be true of credit side. 

2. If to the uncollected freight on the first of the month 
there is added freight received collectible for any period, 
and from this sum is deducted freight collected during such 
period, the difference must be unpaid freight collectible to 
date. This principle must apply to all other debit and 
credit items. 

3. If from total advances forwarded during any period, 


there are deducted the advances paid, the difference must’ 


be amount due connecting roads. To this sum must be 
added amount prepaid beyond, if any. 

4. For our purpose, we define “freight received collect- 
ible” as the sum of local and advance charges, plus debit 
corrections, minus credit corrections. To determine freight 
received collectible, as above defined, separate columns must 
be provided in agent’s records and general office records 
for debit and credit corrections, or debit corrections added 
to, and credit corrections deducted from freight received. 
This latter method of handling debit and credit corrections 
is common practice, though not for the reason stated. 

5. As prepaid forwarded is charged by auditor to for- 
warding agent and credited (in theory) to receiving agent, 
it follows that receiving agent has cash credit with com- 
pany represented by the prepaid on waybills to his station 
and, therefore, when such a waybill is received, he is 
authorized to take credit in his cash book for such amount 
and to charge himself back with the freight charges. If 
a consignee remits direct to the company (the United States 
government and municipalities often do this) the amount 
so received is credited direct to the agent by the auditor. 
As the agent has credit with the company for the amount, 
he charges himself with the freight charges and takes 
proper credit (“Special Credit”). There is no difference 
in principle between such a transaction and forwarding 


agent collecting freight charges in advance and remitting © 


to company. The difference lies solely in the way the two 
transactions are handled through the books. In one ease, 
the amount is credited to agent direct, and in the other 
to a suspense account pending adjustment of the agent’s 
account. 


PROVING CORRECTNESS OF THE AGENT’S BALANCE 


The correctness of the agent’s balance report may be 
proved by totals, by accumulating the totals for each 
day’s business, sectionalizing the agent’s accounts, han- 
dling corrections by adding to or deducting from station 
debit, taking credit on the debit side of the cash book in 
red ink for refunds made and handling “Prepaid Re- 
ceived” through the cash book. The procedure is shown 
by the following illustration. 


1. To debit from last report, $1,423 add: total, received 
abstract, $425; prepaid, forwarded abstract, $50; total, 
miscellaneous abstract, $22; the sum $1,920 is total debit 
to next report. 

2. To uncollected on first of month (assumed) $200, add 
the following accumulated totals: total received abstract, 
$1,400; prepaid, forwarded abstract, $200; total, miscella- 
neous abstract, $120; the sum $1,920 again is total debit 
to next report. 

8. Add accumulated totals, as below: prepaid, received 
abstract, $300; advances, forwarded abstract, $300; mis- 
cellaneous, $30, company material, $50, cash $800, cash 
book; the sum $1,480 is total eredit to next report. 

4. From accumulated total of advances, forwarded ab- 
stract, $300, deduct accumulated total of advances for- 
warded, cash book $250; the difference, $50, is amount due 
connecting roads’ advances. 

5. From accumulated total prepaid, received abstract, 
$300 deduct accumulated total of prepaid received, cash 
book, $270; the difference, $30, is amount due connecting 


roads’ prepaid received. Contra, total of local and ad- 
vances is entered on credit side as due from connecting 
roads. : 

6. From uncollected on first of month, $200, deduct 
accumulated total of uncollected previous month, cash book, 
$175; the difference, $25, is uncollected, old. 

7. From accumulated total, received abstract, $1,400, 
deduct accumulated total of freight charges, cash book, 
$1,000; the difference $400, is unpaid freight received 
collectible; from accumulated total prepaid, forwarded 
abstract, $200, deduct accumulated total prepaid forwarded, 
cash book, $150; the difference, $50, is uncollected prepaid 
forwarded: from total, miscellaneous abstract, $120, deduct 
accumulated total of miscellaneous, cash book, $100; the 
difference, $20, is uncollected miscellaneous charges; from 
the sum of the three items as above, $470, deduct amount 
due from connecting roads, $20; the difference, $450 is 
uncollected current. 

8. From accumulated debit total of cash book, $1,425, 
deduct accumulated credit, $1,400; the difference, $25, is 
cash on hand. 

9. To accumulated debit total of cash book, $1,425, add 
all uncollected items on balance report, ($20, $25 and $450) 
$495; the sum, $1,920, is total debit to next report. 

10. To accumulated credit total of cash book, $1,400, add 
total amounts due connecting roads, $80; the sum, $1,480 
is total credit to next report. 

It should be understood that our agents do not use all 
the above proofs every day, but they do use a sufficient 
number to prove correctness of the daily balance report. 
Every one of these proofs, however, is used by the travy- 


eling auditor when he is checking a station. 
WorK OF THE TRAVELING AUDITOR 
/ 


This method of handling the daily station accounts 
makes it impossible for an agent to leave any kind of an 
error uncorrected, provided only he verifies his “Uncol- 
lected” by drawing off his open items on the three 
abstracts, and the “Uncollected Report.” In tabulating 
his “Uncollected” he can determine which one of four 
divisions is out of balance, and the amount.. The greatest 
difficulty the traveling auditor encounters in checking a 
station arises from the failure of an agent thus to prove 
his “Uncollected.” We have agents, however, who rarely 
receive a balance report correction from the auditor. 

It is extremely easy for a traveling auditor to check a 
station under the system as outlined. He usually is sup- 
plied by the auditor with the total amounts charged on 
the books for each column on the ledger to the last day 
the station account has been audited, or he can secure 
these figures by telephone. He compares such figures 
with the accumulated totals on the agent’s records, and 
if they agree he has only to check the station to date. 
Aside from establishing the “‘Uncollected,” the heaviest 
station on the road can be checked in two or three hours. 
In fact, practically the entire duty of the traveling audi- 
tor consists in checking the “Uncollected.” He draws 
off on the “Received Abstract” form unpaid items from 
the three abstracts and report of ‘‘Uncollected,” proving 
the correctness of the open items by methods 6 and 7. 
Both the original and duplicate are signed by the agent 
and the traveling auditor, and the original is sent to the 
auditor’s office. The uncollected charges on freight de- 
livered are verified by telephone, personal call or return 
postal cards. We also have adopted the policy of mailing 
such postal cards from the auditor’s office for unpaid 
items on agent’s monthly report of “Uncollected.” 

It readily will be seen that the proving by totals as 
above outlined can be obtained by any system of daily 
accounts if some method of accumulating totals is 
provided. The daily totals of each abstract, for ex- 
ample, could’ be recapitulated upon an abstract sheet 
and the totals kept up to date. Unless the “Prepaid 
Received” is handled through the agent’s cash, the un- 
paid “Prepaid Beyond” cannot be proved by totals. 
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Electric Signal and Tail Lights 


for Cars 


The Use of an Inside Shell, Fitted with Glass of Differ- 
ent Colors, Which Can Be Rotated Between the 
Lamps and the Lens, Permits a Variety of 
Indications to Be Given 


HE USE of oil lamps on cars for tail lights and 

signal lights entails considerable labor and annoy- 
ance. They must be removed and reinstalled on the cars 
every day, and the labor of filling and trimming lamps 
is considerable. To replace oil lamps for this purpose 
the Lehigh Valley Transit Company, Allentown, Pa., is 
equipping all of its cars with electric signal and tail 
lights. Accompanying illustrations show the type of 
construction employed and the connections for the signal 
circuits. 

For interurban cars four lights are used. These are 
located one at each corner of the car on the roof. Cars 
in suburban and city service have two lights, located at 
diagonally opposite corners of the car, on the front left- 
hand and rear right-hand sides. Brackets are provided 
for supporting these on the vestibule corner posts. The 
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Wiring Diagram for Four Signal Lamps 


Signal Lantern Installed on Roof of Interurban Car 


lanterns, switches and wiring connections were designed 
and constructed by the railway company. There are 
four signal displays for each lamp. These are red, 
green, white, and a dark signal. Two lamps are in- 
stalled in each signal, one being operated from the main 
lighting circuit at times when lights are required, and 
an emergency light operated from a battery circuit. 
This operates automatically in case the trolley pole 


should leave the wire, or the normal lighting circuit be 
interrupted for any cause. The lighting circuits are so 
arranged that whenever the signal lights are turned off 
the lighting circuit is completed through lights installed 
inside the cars. The diagram of connections shows how 
this is accomplished. 

The lanterns consist essentially of. three parts, an 
outside hood made of galvanized iron with a sloping 


Details of Signal Lantern. 
Right Are Outside Casing, Middle Unit, Inside Unit 
and Light Switch 


The Parts as Arranged from Left to 
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roof protection and fitted with a clear glass lens. This 


outside portion on interurban cars is fitted to the out- 
side of the roof, and the other parts installed from inside 
the vestibule. The second unit of the lamp construction 
consists of a cylindrical galvanized iron part which fits 
inside the outside portion. An iron ring is used as a 
spacing block and provides for riveting these two parts 
together. The second portion has a hole cut in it for 
the rays of light to reach the lens. The third unit of 
the construction has an upper part, which is hexagonal 
in shape. Three of these sides contain glass of red, 
green and white color. The lamps are installed inside 
this third unit, the battery lamp being located in front 
of the trolley voltage lamp. The base of this third unit 
is of heavy sheet iron and has four projecting screws 
for fastening to the second unit of the construction. 
When the inside unit is installed three screws fit into 
slots in the second unit and by turning to the right this 
unit is locked in the position. A bottom spring handle 
fits into a slot and locks in position when released. To 
unlock for rotating to change the signal color this 
handle is pulled down, which releases the lock, and the 
inside portion then can be rotated so as to change the 
color for the signal indication. In order that the 
operator may know readily what color is being dis- 
played, without the necessity of looking outside, the 
bottom of this third unit is painted with three colors— 
red, green and white. By having the color desired 
toward the front end of the car, the operator is assured 
that the signal of proper color is displayed. 

The switch for controlling the lights is of a two-direc- 
tional type. When the handle is thrown to the left the 
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lights are out and when it is thrown to the right the 
circuit is closed. The battery circuit is controlled 
through a line relay, so that whenever power is off the 
dropping of this line relay closes the circuit and auto- 
matically lights the battery lamps. Six-volt lamps are 
used in the battery circuit and 210-volt lamps in the 
main lighting circuit. Energy for the battery circuit 
is furnished by an Ohio Brass Company’s 6-volt battery. 


When Sickness Stops Wages, 
What? 


Survey of 2,000 Group Insurance Beneficiaries Indi- 
cates 60 per Cent of Workers Furnish the Only 
Family Income—94 per Cent Receive No 
Income During Disability Other 
than Group Insurance 


OME startling information was developed in the 

survey recently completed by Dr. William B. Bailey, 
economist of the Travelers’ Insurance Company, to 
determine the extent of the need for accident and sick- 
ness insurance in addition to that afforded: by work- 
men’s group insurance, carried by many industrial 
corporations, including some electric railways. It was 
found that 90 per cent of the disabilities among wage 
earners are caused by sickness or non-occupational ac- 
cidents. The most common cause of absences due to 
disabilities are influenza, bronchitis, rheumatism, and 
tonsillar trouble. Of the applications for charity from 
families ordinarily self-supporting, 50 per cent are 
the result of sickness. Only one worker in twenty who 
has group accident and sickness insurance carries any 
other form of accident and sickness benefit. Twelve 
workers are the sole support of themselves and depen- 
dents to every eight who. benefit from additional in- 
comes earned by other wage earners in the family, or 
by room rent or board money paid to the family. There 
are nine wage earners without dependents to every 
eleven with dependents, each of the latter supporting 
an average of 2.2 other persons. 

The average period of absence from work caused by 
disability is four weeks, and the beneficiaries of group 
accident and sickness insurance receive an average of 
$50.84, or at the rate of $12.58 a week for each disa- 
bility. 

In making the survey the company requested its 
adjusters to visit the homes of the beneficiaries of its 
group accident and sickness policies and obtain infor- 
mation covering the weekly wages of the worker, sta- 
tistics regarding those dependent upon the weekly wages, 
statistics regarding those dependent upon him, and 
other similar information. This was continued until 
2,000 questionnaires were completed. The study is 
based upon the tabulation of this material. 


AMOUNT OF BENEFITS PAID 


An analysis of the benefits paid the 2,000 workers 
showed that 46 per cent of the beneficiaries received 
under $30, while more than one-quarter received over 
$50, and about one-eighth received $100 or over. Out 
of these 2,000 workers 1,887, or 94 per cent, received 
no benefit except from their group insurance during 
their period of incapacity. The 113 with additional 
benefit received a total of $4,408, or an average of $39. 
If those insured are typical of the average industrial 
worker in this country, he receives as benefits during 
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TABLE I—WEEKLY WAGES OF BENEFICIARIES DISTRIBUTED 
ACCORDING TO ADDITIONAL FAMILY INCOME 
Receiving Additional 
Family Income 


Weekly Per Cent Average Weekly 
Wages of in Each Additional 
Beneficiaries Number Per Cent Wage Group Family Income 

Under $15 352 17.6 64.3 $24.77 

$15-19 513 2557) 50.1 27.60 
20-24 347 (rine) SEY) 27.96 
25-29 331 16.6 32.0 30.38 
30-34 260 13.0 30.0 26.81 
35-39 93 4.6 22.6 23.33 
$40 and over 104 yp 15.4 26.72 
$47,175 2,000 100 $23.59 


a sickness lasting more than a week a total of somewhat 
less than $2.50. It is quite likely, however, that in 
many cases when the workman came under group ac- 
cident and sickness insurance, he gave up any other — 
form of sickness insurance he may have carried. The 
additional benefit paid the few workers who carried 
other forms of insurance correspond closely to the 
amount received under the group insurance policies. 
It is interesting to note that of those who received 
less than $75 in benefit from group insurance only 4 
per cent received-any additional benefit, while of those 
receiving $75 and over from group insurance 12.9 per 
cent received additional benefit. 

The average weekly indemnity received by the bene- 
ficiaries from their group insurance was $12.58. When 
one realized that in 94 percent of the cases this was 
the only benefit received during the period of incapacity, 
it must have been a very welcome substitute for the 
earnings of the breadwinners. 


FAMILY INCOME 


The income of the 2,000 families came from the 
wages of the insured together with additional income 
in some cases, derived principally from wages of other 
breadwinners and from roomers and boarders. The 
weekly wages of the beneficiaries are given in Table I. 


TABLE II—ADDITIONAL INCOME IN FAMILIES OF BENEFICIARIES 


Additional Weekly Income Number Per Cent 
None 1,190 59.50 
Under $10 13 0.65 
$10-19 208 10.40 
0- 275 13.75 
30-39 178 8.90 
40-49 50 2.50 
$50 and over 56 2.80 
Unknown 30 1.50 


The distribution of families with respect to weekly 
income in addition to wages of the beneficiaries is given 
in Table II. 

Only 810 families enjoyed an income in addition to 
the wages of the insured, with the additional weekly 
income averaging $27.61:'in these more fortunate cases. 
The other 60 per cent relied entirely upon the earnings 
of the insured for their support, and when it is taken 
into consideration that in 94 per cent of the cases there 
is no benefit received during incapacity, the problem 
of financing a protracted illness is not an easy one. 

In the 1,190 families in which there was no income 


TABLE III—DISTRIBUTION OF BENEFICIARIES ACCORDING TO 
NUMBER OF DEPENDENTS 
Number of Dependents 


per Family Number Per Cent Number of Dependents 

0 886 44.30 

1 493 24.65 493 
PD, 268 13.40 536 
3 162 8.1 486 
4 88 4.4 352 
5 42 2m 210 
6 26 1.3 156 
7 24 ee 168 
8 7 0.35 56 
9 3 0.15 27 
1] 1 0.05 i 
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except the wages of the insured the average weekly 
wages were $22.83, while in the 810 families receiving 
additional income the wages were $24.70. There were 
502 cases in which the additional income exceeded the 
weekly wages, but in only 11 of these families were the 
weekly wages of the beneficiaries more than $20. 


NUMBER OF DEPENDENTS 


In the 2,000 families there were 2,495 dependents, 
the distribution of whom is given in Table III. 

Although in 886 cases there was no one dependent 
upon the wages of the insured, as the amount of weekly 
benefit from group insurance increased, so did the pro- 
portion of beneficiaries with dependents and the average 


TABLE IVY—LENGTH OF DISABILITY 
Beneficiaries 


Period of Indemnity Number Per Cent 


Under one week 243 12.15 
One week—one week six days........¢....... 544 2720 
Two weeks—two weeks six days.......... 301 15.05 
Three weeks—three weeks six days........... 196 9.8 
Four weeks—four weeks six days...........-50.0.00005 222 Pel 
Five weeks—five weeks six days............... 119 p95 
Six weeks—six weeks six days. ........0..... 109 5.45 
Seven weeks—seven weeks six days 64 32 
Hight weeks—eight weeks six days......... 44 2.2 
Nine weeks—nine weeks six days................-.0.25. 25 1.25 
Ten weeks—ten weeks six days. .........., 00.0000 0005 31 P55 
Eleven weeks—eleven weeks six days......... 19 0.95 
Twelve weeks—twelve weeks six days.................. 1] 0155 
Thirteen weeks—twenty-six weeks...............-.... 44 yh) 
Twenty-seven weeks—fifty-two weeks.............,-.% 28 1.4 


number of dependents in the family. Those receiving 
benefit of less than $5 a week are without dependents 
in nearly three cases out of four, while of those enjoy- 
ing a weekly benefit of $25 or over, more than three- 
quarters have dependents and the average number to 
the family is 2.5. This difference to a large measure is 
due to the fact that most of those earning small wages 
are young and unmarried. 

It might be expected that the family in which there 
are many dependents would enjoy the largest weekly in- 
come in addition to wages, but the investigation does 
not bear this out. The number of dependents has but 
little influence upon the additional weekly income of 
the family. The deviation from the average of $27.06 is 
remarkably small, the range being between $22 and $29. 


PERIOD OF INDEMNITY 


The distribution of the 2,000 beneficiaries according 
to the period during which they received payments is 
given in Table IV. 

This table shows that the greater portion of the disa- 
bilities were short, nearly 40 per cent of them lasting 
less than two weeks. The average disability was almost 
exactly four weeks. 

The eight leading causes of disability accounted for 
1,299 cases, or 65 per cent of the total, as given in 
Table V. 
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TABLE V—CAUSES OF DISABILITY 
Duration 


Cause Number of Cases of Disability 
Ma wen 25 esas Ne ts ape ree 579 2.4 weeks 
STON OHIISiA «no Mah eae a ete ak ee 192 5.1 weeks 
RUM SUINATISIO! his. scam ayy eee Lae nae 147 5.1 weeks 
honsillar-trouble seacce 5 sik ie Ae Monee 101 2.5 weeks 
Non-occupational accidents, . ee 96 4.0 weeks 
Diseases of the skin and cellular tissue.......... 78 4.1 weeks 
Diseases of ROIS urinary nSyarer (one Enerey)). 53 5.5 weeks 
Appendicitis. . ‘ spasae oe} 6.7 weeks 


The largest cause of disability—influenza—accounted 
for more than a quarter of the total cases, but the 
duration of the sickness was comparatively short. On 
the other hand, the average period for which indemnity 
was paid for tuberculosis was about six months and for 
pneumonia somewhat over twelve weeks. In more than 
10 per cent of the cases the disability continued for 
more than two months. 


One-Man, Two-Man Cars for Hydro- 
Electric Railways 


N ORDER has recently been placed for four double- 

end, double-truck, one-man two-man safety cars 

for use by the Ontario Railway Department of the 

Hydro-Electric Railways. The cars will be of steel con- 

struction and of dimensions as shown in the accom- 
panying illustration. 

The roof will be built of tongued and grooved poplar 
ve in. thick, covered with No. 8 18-0z. canvas. The floor 
will be laid in two courses, the bottom one to be x-in. 
tongued and grooved white pine and the top to be of 
té-in. maple, grooved in the aisle to form a mat. Two 
layers of waterproof paper will be placed between the 
two floor courses. The floor will be ramped 1 in. in 
the aisle and 1 in. to both sides of the platform. 

There will be two pairs of folding doors for each 
vestibule. Each pair of doors will be hung on ball- 
bearing shafts and will be joined with ball-bearing 
hinges. The doors will be operated independently by 
pneumatic door engines which are installed in pockets 
over the doors. The steps are arranged in two units 
and will operate in conjunction with the doors. A selec- 
tor valve will control the operation. The doors will 
have 32-0z. plain glass in the upper panel, 32-0z. wired 


PRINCIPAL DIMENSIONS AND WEIGHTS OF CARS 


eneth: 'OVELMALMM Mrtetarcumeretorslereiele teebocereteyels sccavaistcie ret iecoretere 43 ft. 74 in. 
ene th Over | Car, HOM yates cas tury accel nee enek cee de led hens acre See 28 ft. 9 in. 
NV TIE: OW OE et TI raise teenie eves nln ae td tem ec eae oh ot STE SC hl oly 8 ft. 5 in: 
Height:from: top of rail to. topvol £OOtG = s xckre cis wis ox a a te 10 ft. Z in. 
Height from rail to top of floor in body......:......... 2f£t.7 75 in. 
Seat SPacing . 2... e ees eee eee cece ee ret eee ees eeeee 2 ft. 6 in 
POSE SPACINE. Wr sysle ie eeeeus mice kes LM Oe aM Mel icaen CoM MOM EIMPSY cyl wes .> ‘eilollwice 2 ft. 6 in. 
Mrickir Cen ters: i s.ceenencces ave oaks meme eres taeede od oteeer orater a) Wrsuielete as Ceye veyie 20 ft. 
Approximate weight of car body............... Neco opel 20,000 lb, 
Approximate weight, control equipment................. 1/200 lb. 
Approximate weight, air brake equipment............... 1,060 lb. 
Approximate weight, motors, gears and caseS............ 4,000 lb. 
Approximate sweieht crucksgmg at ved isielecicccetocs drole clersla.c 10,000 lb. 
Approximate total weg iwi err ceratsisicts eel ete ais 36,260 lb. 
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glass in the center panel and the lower panel will be 
finished in cherry. 

The interior finish of the car will be birch, the head 
lining will be Agasote covered with birch molding. 
The wainscoting below the seat rests will be of birch 
and above will be of Agasote. Curtains will be of 
Pantasote and all car trimmings will be of bronze. 

The seating will consist of nine reversible transverse 
seats on each side of the car and two longitudinal 
seats, thus giving a total seating capacity of forty-four. 
The seats will be spring upholstered and covered with 
rattan. The car trucks will be the Taylor equalized 
type. The wheelbase is 5 ft. 4 in., and 26-in. diameter 
steel wheels will be used with 32x7-in. journals. The 
cars will be equipped with 4 G. E.-264 motors of 25 hp. 
each and the control equipment will be G. E. type K. 

These cars are being built by the St. Louis Car Com- 
pany, St. Louis, Mo., and will be operated in local series 
in Walkerville, Windsor and Sandwich, Ont. The inten- 
tion of the management is to use these with two men 
during peak hour periods and for one-man operation 
at other times. 


Telephoning Over Power Lines 


Michigan Company Installs Wired Wireless to Con- 
nect Power Plant with Substations—Tests 
Made Indicate Value of Plan 


HE high-frequency automatic telephone system just 
installed on the transmission lines of the Consumers 
Power Company of Michigan has been opened formally. 


The demonstration was in charge of B. E. Morrow - 


and C. W. Tippy, officials of the company. The visit- 
ors, who held conversation with the load dispatcher 
and operators in a power plant 50 miles distant, mar- 
veled at the extreme clearness with which conversation 
could be conducted. 

This system has just been installed by engineers of 
the Westinghouse Electric & Manufacturing Company. 
Only two sets are completed, these being located at 
Jackson and Battle Creek, Mich., while four other sim- 
ilar sets will be installed. In all there will be 600 miles 
of transmission line utilized for telephone service. 

This installation is said to be a long step in advance 
of anything yet attempted with so-called “wired wire- 
less.” Previous installations have been but adaptations 
of the familiar radio broadcasting equipment providing 
only one-way communication. 

In this system two frequencies are used, the dis- 
patcher’s set transmitting approximately 50,000 cycles 
and receiving 60,000 cycles, while the Battle Creek set 
transmits 60,000 cycles and receives 50,000 cycles. In 
effect, there are two transmitting sets and two receiv- 
ing sets in service working through single telephone 
instruments, with the result that the service is duplex 
and both parties may talk and listen simultaneously. 

To communicate with Battle Creek, the load dis- 
patcher at Jackson has only to lift his telephone receiver 
from the hook, which automatically starts up the radio 
transmitting apparatus. The dispatcher then turns the 
dial on his instrument to the number assigned to Battle 
Creek. The operation of this dial sends out modulated 
high-frequency impulses which are picked up on the 
receiving antenna at the latter plant and cause a 
selector there to step around and stop at the proper 
point and, through the operation of a system of relays. 
ring a bell or sound a horn. 
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The Battle Creek operator unhooks his telephone re- 
ceiver. This automatically starts up his transmitting 
radio set. The two voices pass each other, carried on 
different wave lengths, but all is tied into the two 
ordinary telephone instruments and controlled through 
them. 

Operation of the system is so simple and so stable 
that it gives not the slightest hint of the months of 
study and experimentation that have taken place in the 
Westinghouse organization to combine the automatic 
telephone and radio elements for transmitting over 
power lines. Tests have shown that in event of line 
failure, the radio impulses jump the gaps and communi- 
cation is not interrupted, even when several miles of 
the transmission line are down. This feature of the 
high-frequency telephone system gives it a marked ad- 
vantage for load dispatching over the wire telephone 
system. 

When the system is extended all the outlying substa- 
tions will use the same transmitting and receiving 
frequencies or wave lengths as Battle Creek, so that the 
dispatcher will be able to talk with any station merely 
by dialing the proper call number on his desk phone. 
Outlying stations would not be able, under normal con- 
ditions, to talk with each other, but any substation 
operator, by dialing the number 10 on his phone, will 
automatically change his transmitting wave length so 
that, in action, his set then will operate just the same 
as the load dispatcher’s set in Jackson and he can talk 
with any or all other stations. Another detail of the 
installation is the arrangement of extra selectors at 
the various substations through which the dispatcher, 
by dialing a general call number on his telephone, will 
ring all substations on the system and be ‘able to trans- 
mit emergency orders simultaneously to all substation 
operators. : 

High-frequency current is generated by a 250-watt 
vacuum tube similar to those used in broadcasting sta- 
tions, but instead of being broadcast through the air, 
it induces by electrostatic and electromagnetic induc- 
tion corresponding high-frequency current in the 
adjacent power line. This high-frequency energy, 
superimposed upon the energy transmitted normally, is 
carried on the power line to the receiving station where, 
by induction, it is led into the receiving set, which is 
an ordinary long wave, coupled-circuit radio receiver, 
equipped with a detector and one-step amplifier. The 
largest broadcasting radio stations use transmitting 
sets of 500-watt capacity. The energy required to 
operate this telephone system is 250 watts, or just half 
the size, and larger than many of the other important 
broadcasting sets. 


Picnic Cements Company Spirit 


HE good relations existing between the East St. 

Louis & Suburban Railway and its employees were 
demonstrated on Monday, July 23, when the company 
gave an old fashioned basket picnic to all its employees. 
The outing was held at Jones Park, not far from East 
St. Louis. Special cars were run by the company to the 
park and transportation was free to anyone wearing 
the picnic badge. All park concessions were similarly 
free of charge to those wearing badges. The success of 
the outing may be judged from the enthusiastic recep- 
tion of President W. H. Sawyer’s statement, “This is 
our first picnic, but it will not be our last one.” There 
was practically 100 per cent attendance of all employees. 
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American Association News 


Executive Committee 


OR its regular meeting on Aug. 
A 24, the executive committee of the 
American Association met on board 
the yacht Florida -as the guests of 
Barron G. Collier, and enjoyed a trip 
up the Hudson River and back. Com- 
mittee members present were President 
C. D. Emmons, Britton I. Budd, Robert 
I. Todd, F. R. Coates, C. E. Morgan, 
J. N. Shannahan, W. H. Sawyer, C. L. 
Henry, R. P. Stevens, L. C. Datz, Wal- 
lace Muir, Barron G. Collier, J. G. 
Barry, H. D. Shute, A. A. Hale, G. M. 
Haskell representing S. M. Curwen, 
and Secretary J. W. Welsh. J. P. 
Barnes and E. C. Faber also made this 
trip. 

Brief reports of standing and special 
committees were heard, including that 
of the nominating committee whose 
report was confirmed by the executive 
committee. The nominees, which in- 
cluded Britton I. Budd for president, 
were announced in last week’s issue of 
this paper. The membership commit- 
tee reported two new railway members 
and nineteen new manufacturer mem- 
bers whose applications were approved. 


F. C. J. Dell reported for the ex- 
hibit committee that on Aug. 24, 67,744 
sq.ft. of exhibit space had been sold, 
of which 81 per cent had been paid for. 
This space sold compares with 62,219 
sq.ft. total sold in 1919, 51,928 in 1920 
and 62,095 in 1922. 

The executive committee approved 
an amendment to the constitution 
which will come up for vote at the 
October convention. This provides that 
the action of a meeting at which there 
is not a quorum present may become 
official and binding if ratified by the 
next succeeding meeting at which a 
quorum is present. 

Secretary Welsh reported that a 
beautiful wreath of flowers had been 
placed in the rotunda of the Capitol 
at Washington for President Harding’s 
funeral, in the name of the Association. 

The American Museum Association 
had requested co-operation of the rail- 
way association in establishing mu- 
seums in every city. The executive 


-committee approved and suggested that 


the company in each locality work with 
the Museum Association in supplying 
exhibit material. 


A request from the Society of Auto- 
motive Engineers for the privilege to 
discuss at the convention the report of 
the T. & T. Association committee on 
trackless transportation was approved 
with the understanding that the dis- 
cussion will be a prepared paper which 
will have the approval of the S. A. E. 
executive committee and will be passed 
upon by the executive committee of the 
American Electric Railway Traffic & 
Transportation Association. The so- 
ciety expressed its desire to co-operate 
with the railway association. 

The next meeting of the committee 
will be held at 10 a.m. on Oct. 8, at 
the Marlborough-Blenheim Hotel, At- 
lantic City. 


Valuation Committee 


MEETING of the valuation com- 

mittee of the American Association 
was held in New York on Aug. 23. The 
draft of the committee’s report to be 
submitted at the annual meeting was 
considered. Several changes were pro- 
posed and were incorporated in the 
report. With these amendments the 
report was approved for printing and 
distribution to the membership. 

Those present were J. P. Barnes, 
chairman; W. H. Maltbie, W. B. Tuttle, 
Frank Silliman, Jr., A. 8. Richey, A. B. 
Bennett representing A. T. Perkins, 
E. J. Bechtel, W. H. Sawyer, L. R. 
Nash and E. J. Murphy. 


American Association 
Monday Morning, Oct. 8 
9:30 a.m. to 12:30 P.M. 
Registration. 


Tuesday Morning, Oct. 9 
10:00 A.M. to 1 P.M. 
Address of the President. 


Report of the Executive Secretary. 
Report of the Treasurer. 


Resolutions: 

Reports of Committees: 

Finance—J. H. PARDEE, president 
The J. G. White Management 
Corporation, New York, N. Y., 
chairman. 

Policy—B. I. Bupp, president The 
Metropolitan West Side Ele- 
vated Railway and the Chicago, 
North Shore & Milwaukee Rail- 
road, Chicago, Ill., chairman. 

National Relations—C. L. HEeNry, 
president Indianapolis & Cin- 
cinnati Traction Company, Indi- 
anapolis, Ind., chairman. 

Committee of 100—Guy E. Tripp, 
chairman board of directors 
Westinghouse Electric & Manu- 
facturing Company, New York, 
N. Y., chairman. 


Report of the Executive Committee. 


Appointment of the Committee on 


Programs of the American and Affiliated Associations 


Dates: Monday, Oct. 8, to Friday, Oct. 12 
Place: Young’s Million Dollar Pier, Atlantic City, N. J. 


Registration Headquarters on the Pier will be open on Sunday, Oct. 7 


Joint Committee of the National 
Utility Associations — RANDAL 
MorGAN, chairman of the execu- 
tive and finance committee the 
United Gas Improvement Com- 
pany, Philadelphia, Pa., chair- 
man. 

Trackless Transportation—H.” B. 
FLOWERS, president New Orleans 
Public Service, Inc., New Or- 
leans, La., chairman, 

Uniform Motor Vehicle Regula- 
tory Laws—C. D. Cass, general 
manager Waterloo, Cedar Falls 
& Northern Railway, Waterloo, 
Towa, chairman. 

Construction and Maintenance of 
Highways for Motor Vehicles— 
W.J. Harvig, vice-president and 
general manager Auburn & 
Syracuse Electric Railroad, Au- 

. burn, N. Y., chairman. 

Discussion on “Co-ordination of 
Electric Railway and Bus Trans- 
portation,” led by ALFRED 
REEVES, general manager Na- 
tional Automobile Chamber of 
Commerce, New York, N. Y.; 
L. S. Storrs, president the Con- 
necticut Company, New Haven, 
Conn., and D. W. PoNnrtIUSs, vice- 
president Pacific Electric Rail- 
way, Los Angeles, Cal. 

Luncheon of Committee on Co- 
operation of State and Sectional 


W. H. SAWYER, 
Louis & 
East St. 


Associations, 
president East St. 
Suburban Railway, 
Louis, Ill., chairman. 


Wednesday Morning, Oct. 10 


10 a.m. to 1 P.M. 

Report of Nominating Committee 
—J. H. PARDEE, president J. G. 
White Management Corpora- 
tion, New York, N. Y., chair- 
man. 

Election of Officers. 

Report of Committee on Valuation 
—J. P. BARNES, president Louis- 
ville Railway, Louisville, Ky., 
chairman. 

Report of Committee on Special 
Taxes—W. H. MALTBIR, special 
counsel United Railways & Elec- 
tric Company, Baltimore, Md., 
chairman. 

Address on “Essential Operating 
Costs,” by F. W. -DooLitTrie, 
vice-president North American 
Company, New York, N. Y. 


Symposium on Governmental 
Regulation 


Address entitled “A Review of 
Recommendations of the Fed- 
eral Electric Railways Commis- 
sion as Result of Experience of 
the Last Four Years.” by 
CHARLES E.. ELMQUIST, of Clapp, 
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Richardson, Elmquist, Briggs & 
McCartney, attorneys - at - law, 
St. Paul, Minn. 

Addresses on “Public Utility Com- 
mission Regulation,” by HENRY 
C. ATWILL, chairman Massachu- 
setts Department of Public Util- 
ities, Boston, Mass.; Hmnry C. 
Spurr, editer Public Utilities 
Reports, Inc., Rochester, N. Y.; 
Harry V. OSBORNE, president 
Board of Public Utility Com- 
missioners of New Jersey, New- 
ark, N. J.; CHarLes C. Mar- 
SHALL, commissioner the Public 
Utilities Commission of Ohio, 
Columbus, Ohio; Lewis HE. 
GETTLE, chairman Wisconsin 
Railroad Commission, Madison, 
Wis.; WILLIAM MILNES MALoy, 
chairman State of Maryland 
Public Service Commission, 
Baltimore, Md.; SHERMAN T. 
HANDY, commissioner Michigan 
Public Utilities Commission, 
Lansing, Mich.; Dwicut N. 
LEWIS, commissioner Iowa Rail- 
road Commission, Des Moines, 
Iowa. 


Thursday Morning, Oct. 11 
10 A.M. TO 1 P.M. 


Reports of Committees: 


Community Sections—C. E. Mor- 
GAN, vice-president Brooklyn 
City Railroad, New York, N. Y., 
chairman. 

Constitution and By-Laws—C. L. 

. Henry, president Indianapolis 
& Cincinnati Traction Company, 
Indianapolis, Ind. 

Company and Associate Member- 
ship—W. H. SAwyeEr, president 
East St. Louis & Suburban 
Railway, East St. Louis, IIL, 
chairman. 

Company Section and Individual 
Membership—MarTIN SCHREI- 
BER, manager southern division 
and chief engineer Public Serv- 
ice Railway, Camden, N. J., 
chairman. 

Publicity—F. R. CoATEs, president 
Toledo, Ottawa Beach & North- 
ern Railway, Toledo, Ohio, 
chairman. 

Publications—L. S. STORRS, presi- 
dent the Connecticut Company, 
New Haven, Conn., chairman. 

Co-operation of Manufacturers— 
E. F. WIcKWIRE, secretary Ohio 
Brass Company, Mansfield, 
Ohio, chairman. 

Mail Pay—L. H. Paumer, general 
manager United Railways & 
Electric Company, Baltimore, 
Md., chairman. 

Insurance—J. T. STAvuB, treasurer 
United Railways & Electric 
Company, Baltimore, Md, chair- 
man. 

Education—EpwarpD DANA, gen- 
eral manager Boston Elevated 
Railway, Boston, Mass., chair- 
man. 

Co-operation with State and Sec- 
tional Associations —W.. H. 
SAWYER, president East St. 
Louis & Suburban Railway, 
East St. Louis, Ill., chairman. 

Charles A. Coffin Prize — C. D. 
EMMONS, president United Rail- 
ways & Electric Company, Bal- 
timore, Md., chairman. 


Address on “The Relation of Man- 
agement and Employees,” by 
Dr. C. A. Lipprncort, the Stu- 
debaker Corporation, South 
Bend, Ind. 

Unfinished Business. 

Installation of Officers. 


Accountants’ Association 


Monday Afternoon, Oct. 8 
Inspection of exhibits. 


Tuesday Afternoon, Oct. 9 
2 to 4:30 P.M. 
Address of the President. 
Report of the Executive Committee. 
Report of the Secretary-Treasurer. 
Appointment of Convention Commit- 
tees: 

(a) Resolutions. 

(b) Nominations. 

Report of committee appointed to 
represent Accountants’ Associa- 
tion at Annual Convention of 
National Association of Rail- 
way and Utilities Commission- 
ers—W. L. Davis, auditor 


Lehigh Valley Transit Com- 


pany, Allentown, Pa., chairman. 

Report of Budget Committee — 
T. B. MacRAg, general auditor 
Chicago Elevated Railways, 
chairman. 

Address on “Construction Cost 
Accounting,” by Weston J. 
Hiss, treasurer U. G. I. Con- 
tracting Company, Philadel- 
phia, Pa. 

Wednesday Afternoon, Oct. 10 

Joint session with Engineering 

Association 
2 to 3 P.M. 


Report of Joint Committee on 
Engineering Accounting—L. R. 
Brown, office and field engineer 
New York State Railways, 
Rochester, N. Y., and G. F. 
DINEEN, auditor Holyoke Street 
Railway, co-chairmen. 

At the conclusion of the discus- 
sion of the report of the Joint 
Committee on Engineering- 
Accounting, the accountants will 
adjourn to their meeting room, 
where their session will, be con- 
tinued. 

3 to 4:30 P.M. 


Report of Committee on Standard 
Classification of Accounts — 
Ropert N. WALLIS, treasurer 
Fitchburg & Leominster Street 
Railway, Fitchburg, Mass., 
chairman. 

Report of Committee on Relations 
with Other Associations—M. W. 
GLOVER, general auditor West 
Penn Railways, Pittsburgh, 
Pa., chairman. 

Paper on “Operating Reports and 
Their Usefulness to the Man- 
agement,” by EDWIN H. Resp; 
auditor Brooklyn City Railroad. 
Thursday Afternoon, Oct. 11 

Past-Presidents’ Day 
2 To 4:30 P.M. 

Report of Committee on Stores 
Accounting —R. A. Weston, 
special accountant the Connec- 
ticut Company, New Haven, 
Conn., chairman. 
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Address on “The Utility Account- 
ants’ Obligation to the Public,” 
by Dwicut N. LrEwis, president 
National Association of Rail- 
way and Utility Commission- 
ers, Des Moines, Iowa. 

Report of Convention Committees: 
(a) Resolutions. 

(b) Nominations. 

Election of Officers. 

Installation of Officers. 


Claims Association 


Monday Afternoon, Oct. 8 
2:30 to 5 P.M. 


Address of the President. 

Report of the Executive Committee. 

Report of the Secretary-Treasurer. 

Reports of Special Committees. 

Appointment of the Nominating 
Committee. 

Paper on “A Code of Ethics,” by 
Hon. Russeiu A. SEARS, general 
claims attorney Boston Ele- 
vated Railway. 

Report of Committee to Investigate 
and Report on the Proper Orga- 
nization of the Claims Depart- 
ment—W. E. RoBINSON, claim 
agent Cincinnati Traction Com- 
pany, chairman. 

Written Disctssion—H. V. Drown, 
Public Service Railway, New- 
ark, N. J. 

Submission of questions for the 
Question Box, answers and dis- 
cussions to be taken up at 
Thursday afternoon session. 


Tuesday Afternoon, Oct. 9 
2:30 To 5 P.M 

Report of Committee on Automo- 
bile Accidents —G. T. HEtL- 
MUTH, general claim agent Chi- 
cago, North Shore & Milwaukee 
Railroad, Chicago, Ill. 

Discussion on Automobile Accidents: 

From the Transportation Stand- 
point—RALPH W. EMERSON, gen- 
eral manager Cleveland Rail- 
way, Cleveland, Ohio. 

From the Claim Department 
Standpoint—L. F. WYNNE, gen- 
eral claim agent Georgia Rail- 
ey, & Power Company, Atlanta, 

as . 


Wednesday Afternoon, Oct. 10 
2:30 to 5 P.M. 
Joint session with Transportation 
and Traffic Association 

Report of Joint Committee on Ac- 
cident Prevention—H. B. Por- 
TER, assistant to the president 
United Railways & Electric 
Company, Baltimore, Md.; H. 
O. ALLISON, safety engineer 
Beaver Valley Traction Com- 
pany, New Brighton, Pa., co- 
chairmen, 

Discussion led by W. G. FITzPat- 
RICK, general claims attorney 
Detroit United Railway. 

Report of special committee on 
Co-operation with National 
Safety Council—L. H. PALMER, 
general manager United Rail- 
ways & Electric Company, Bal- 
timore, Md., chairman. 

Paper on “Maintenance of Men,” 
by Dr. Hart E. FIsHeEr, chief 
surgeon the South Side Ele- 
vated Railway, Chicago, III. 
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Thursday Afternoon, Oct. 11 

2:30 to 5 P.M. 

Paper on “Preparation of Liti- 
gated Claims,” by E. F. Livinc- 
STON, chief investigator of liti- 
gated claims, Boston Elevated 
Railway. 

Answers and general discussion 
of questions previously submit- 
ted for the Question Box. 

Report of Nominating Committee 
and Election of Officers. 

Installation of Officers. 

Presentation of Past-President’s 
badge. 


Engineering Association 


Monday Afternoon, Oct. 8 
2 to 5 P.M. 

Address of the President. 
Report of the Executive Committee. 
Report of Secretary and Treasurer. 
Appointment of Convention Com- 

mittee on Resolutions. 
Reports of Committees: 

Methods of Voting on Standards 
—C. S. KimBALL, engineer of 
way and structures, Washing- 
ton Railway -& Electric Com- 
pany, chairman. 

Revision of Engineering Manual— 
R. C. Cram, engineer of surface 
roadway, Brooklyn Rapid Tran- 
sit Company, chairman. 

Unification of Car Design—H. H. 
ADAMS, superintendent of shops 
-and equipment Chicago Surface 
Lines, chairman. 

Heavy Electric Traction—SMNEY 
WITHINGTON, electrical engineer 
New York, New Haven & Hart- 
ford Railroad, New Haven, 
Conn., chairman. 

Wheel Tread and 'Flange Con- 
tours and Rail Head Contours— 
H. H. ADAMS, superintendent 
of shops and equipment Chi- 
cago Surface Lines, chairman. 


Tuesday Afternoon, Oct. 9 
2 to 5 P.M. 


Reports of Committees: 

Equipment—F. H. MI.LuLmr, vice- 
president Louisville Railway, 
chairman. 

Buildings and Structures—N. E. 
DREXLER, chief engineer New- 
port News & Hampton Railway, 
Gas & Electric Company, Hamp- 
ton, Va., chairman. 

Wood Preservation—H. H. GEORGE, 
engineer of maintenance of way, 
Public Service Railway, Newark, 
N. J., chairman. 

Air Reservoir Specifications—R. 
H. DALGLEISH, chief engineer 
Capital Traction Company, 
Washington, D. C., chairman. 

Paper on “Organization and Ac- 
complishments of the Associa- 
tion of Electric Railway Men 
in Mechanical Departments of 
Southern Properties,” A. D. Mc- 
WHORTER, general superintend- 
ent Memphis Street Railway. 


2 to 5:30 P.M. 
Simultaneous Session of Purchasing 
Agents and Storekeepers under 
auspices of Committee on Pur- 
chases and Stores of the Engineer- 
ing Association. 
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Address of Welcome—L. C. Datz, 
president American Electric 
Railway Engineering Associa- 
tion and chief engineer Little 
Rock Railway & Electric Com- 
pany and Memphis Gas & Elec- 
tric Company. 

Report of Committee on Pur- 
chases and Stores—B. J. Yunc- 
BLUTH, supervisor of purchasing 
and supplies Philadelphia Rapid 
Transit Company, chairman. 

Outline of Purpose and Construc- 
tive Work Planned by the Com- 
mittee on Purchases and Stores 
—W. H. Sraus, purchasing 
agent United Railways & Elec- 
tric Company, Baltimore, Md. 

Proper Control and Handling of 
Materials and Supplies—P. F. 
McCALL, superintendent of ma- 
terials and supplies Chicago, 
North Shore & Milwaukee Rail- 
road, Chicago, IIl. 


Wednesday Afternoon, Oct. 10 
2 to 3-P.M. 

Joint session with Accountants’ As- 
sociation (See Accountants’ Asso- 
ciation Program). 

8 to 4:30 P.m.—At the conclusion 
of the joint session the account- 
ants will adjourn to their meet- 
ing room and the program of 
the Engineering Association 
will be continued. 

Reports of Committees: 

Purchases and Stores—B. J. YUNG- 
BLUTH, supervisor of purchases 
and supplies Philadelphia Rapid 
Transit Company, chairman. 

Way Matters—W. F. GRAVES, 
engineer, New York City, chair- 
man. 

Welded Rail Joints—Research— 
W. W. Wrysor, chief engineer 
United Railways & Electric 
Company, Baltimore, Md., chair- 
man sub-committee No. 5 of the 
Committee on Way Matters. 

Automatic Substations— W. E. 
BRYAN, superintendent of power 
United Railways of St. Louis, 
chairman. 


Thursday Afternoon, Oct. 11 
2 to 5 P.M. 
Reports of Committees: 

Power Distribution—M. B. ROSE- 
VEAR, superintendent of distri- 
bution Public Service Railway, 
Newark, N. J., chairman. 

Power Generation—C. A. GREEN- 
IDGE, chief engineer J. G. White 
Management Corporation, New 
York City, chairman. 

Standards — MARTIN SCHREIBER, 
manager southern division and 
chief engineer Public Service 
Railway, Camden, N. J., chair- 
man. 

Report of Convention Committee 
on Resolutions. 

Report of Committee on Nomina- 
tions—F. R. PHILLIPS, acting 
general manager for receivers, 
Pittsburgh Railways, chairman. 

General Business. 

Election and Installation of 
Officers. 

Presentation of badge to retiring 
President. 

2:30 P.M. 

Meeting of Executive Committee 

and Committee on Subjects. 


Transportation and 


Traffic Association 
Monday Afternoon, Oct. 8 
2:30 TO 5:30 P.M. 


Address of the President. 
Report of the Executive 
mittee. = 
Report of the 
Treasurer. 
Appointment of Convention Com- 
mittees: 
(a) Resolutions. 
(b) Nominations. 

Report of Committee on Traffic 
Regulations—H. B. FLOWERS, 
president New Orleans Public 
Service, Inc., chairman. 

Report of Committee on Mer- 
chandising Transportation — 
SAMUEL RIDDLE, vice-president 
Louisville Railway, chairman. 

Discussion led by F. W. SHAPPERT, 
traffic manager Chicago, North 
Shore & Milwaukee Railway, 
Chicago, Ill. 


Tuesday Afternoon, Oct. 9 
2:30 To 5 P.M. 
Report of Committee on Nomina- 
tions. 
Election of Officers. 

Report of Committee on One-Man- 
Car Operation—J. P. | Pops, 
general manager Kentucky 
Traction & Terminal Company, 
Lexington, Ky., chairman. 

Report of Committee on Bus 
Operation—W. J. FLICKINGER, 
assistant to the president the 
Connecticut Company, New 
Haven, Conn., chairman. 


Wednesday Afternoon, Oct. 10 
2:30 To 5:30 P.M. 

Joint Session with Claims Associa- 
tion. (See Claims Association 
Program.) 

After the joint session the asso- 
ciation will proceed to general 
business, including the installa- 
tion of officers and presentation 
of the Past-President’s badge. 


Com- 


Secretary and 


Entertainment 


SunpDay, Oct. 7—Golf tourna- 
ment in the afternoon. There will 
be a sacred concert at the Marlbor- 
ough-Blenheim Hotel in the evening. 

Monpay, Oct. 8—9 p.m.—Open- 
ing dance on the pier in honor of 
the president and officers. 

TurEsDAY, Oct. 9—3:30 to 5 p.m. 
—Cards and; refreshments in ‘the 
Vernon Room, Haddon Hall. Car- 
nival with dancing in the evening on 
the pier. 

WEDNESDAY, Oct. 10.—3:30 to 
5 p.m.—Cards and refreshments in 
the Library Room, Traymore Hotel, 
9 p.m.—Grand Ball at the Ambassa- 
dor Hotel. 

THURSDAY, Oct. 11— 3:30 to 5 
p.m.— Entertainment by popular 
mind reader. Refreshments. Ritz- 
Carlton Hotel. In the evening swim- 
ming and dancing features, Ambas- 
sador Hotel. Optional feature, 
theater party. 


The exhibits will be open for inspec- 
tion on all of the days of the convention 


including Friday, Oct. 12. 


ser 
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Maintenance of Equipment 


Car Remodeling Job 
in Chattanooga 


HE Chattanooga Railway & Light 

Company has a number of cars 
which are out of style, although the 
bodies are still.in good physical con- 
dition. These cars weigh, equipped, 
36,000 lb., and they are provided with 
two 60-hp. motors each on maximum 
traction trucks. It was recently 
decided to remodel these cars and the 
work is now under way. 

The most striking change in the 
cars is due to the sheathing of the 
sides below the belt rail with sheet 
steel z in. thick. The sides were 
previously curved inward at the 
bottom, whereas it was desired to 
have the new sheathing vertical. 
Hence blocks were built out on the 
posts, and horizontal strips were 
attached at the bottom and half way 
up to the belt rail. The sheathing is 
screwed to these blocks and strips, 
and a steel finishing strip is attached 
at each post to give a paneled effect. 

The bulkheads were previously 
closed by means of doors and central 
windows. All doors and windows are 
being removed and the openings 
cased in, as shown in one of the 
illustrations. Headlinings of beaver 
board painted on both sides and all 


edges are being installed under a 
wood roof covered with canvas. 

Electric heaters are being added 
in the vestibules. 


Washing Costs 17.6 Cents 
per Car at Nashville 


ARS are washed in the carhouse 

of the Nashville Railway & Light 
Company as a part of the regular 
inspection. This work is done’ dur- 
ing the day by three negro women, 
who wash on an average thirty-five 
cars per day. They use in this work 
the Royal car cleaner, made by the 
Clymer Chemical Company, Mount 
Vernon, Il. 


The labor cost per car is 106% 


cents, the cleaner 2 cents, the water 
3 cents and sundries such as wear 
and tear of hose, etc., 1 cent, making 
a total of 17.6 cents per car. 


Quickly Adjustable Jig for 
Journal Bearing 


HE Knoxville Railway & Light 
Company uses a lathe set-up for 
boring journal bearings, which per- 
mits quick and accurate adjustment 
of the jig. 
The jig rests on two iron castings, 


Journal Bearing Jig Used by the Knoxville 
Railway & Light Company 


stretching from side to side of the 
lathe carriage, and bolted securely 
thereto. The jig is provided at the 
bottom with four projecting lugs, two 
on each side, by means of which it is 
bolted down on the cross-members 
just mentioned. It does not clamp 
down tightly on the cross-members, 
however, but is drawn by the cap 
bolts firmly against the flat heads of 
two special bolts, which screw into 


A Number of These Cars Are Being Extensively Remodeled in Ch attanooga. 
but This Treatment Eliminates It for All Practical Purposes 


The Bulkhead Could Not Be Removed, 
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bearings bolted to the sides of the 
cross-members under the end of the 
jig and in line with its axis. These 
end supports provide for up-and- 
down adjustment, while the other 
bolts allow a rocking adjustment. 

The bearing is clamped in the jig 
by means of four set screws, an 
operation requiring but a few seconds. 

Once adjusted, the jig moves with 
the lathe carriage in perfect line 
under the boring bar mounted in the 
lathe centers. 


A Dipping Tank that Is 
Economical of Varnish 


N THE armature section of the 
overhauling shop of the Virginia 
Railway & Power Company, Norfolk, 
a cylindrical tipping tank for arma- 
tures is used that is only slightly 


~ 
Dipping Tank that Closely Fits Armature, 
Minimizing Amount of Varnish Required 


larger than the largest armature to 
be dipped. The tank stands near an 
electrically heated oven in which the 
armature is heated previous to dip- 
ping and is baked thereafter. Arma- 
tures are handled into and out of the 
dipping tank by means of a jib crane. 

A hinged, gasketed cover held by 
spring clamps is closed to prevent 
evaporation when tank is not in use. 


Good Fitting Record 

HE mechanical department of 

the Knoxville Railway & Light 
Company has a motto to the effect 
that good fitting keeps down mainte- 
nance costs. A recent report from 
this company states that in twelve 
years it has not had a loose wheel or 
gear, and not more than three loose 
pinions, the result of consistent 
adherence to this motto. 
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NE 
New Equipment Available 


Radial Swing-Frame Track 
Grinder 


NEW type of portable track 
grinder has been developed and 
is being marketed by the Railway 
Track-Work Company, Philadelphia, 
Pa., under the trade name of “Her- 
cules.” In this design special atten- 
tion has been given toward develop- 
ing a light-weight portable grinder, 
with a permanent shaft connection 
between the motor and grinding 
wheel instead of a flexible shaft. The 
shaft of this new grinder is entirely 
incased, as are also all moving parts 
except the lower half of the grinding 
wheel. By pivoting the entire grind- 
ing mechanism from an upright post 
attached to the frame structure, in- 
creased flexibility is obtained. <A 
horizontal arm swings about the 
vertical support, so as to provide for 
sidewise movement of the grinding 
wheel, and the pivoted joint which 
supports the mechanism makes it 
easy to raise and lower the grinding 
wheel without effort as well as to 
push it back and forth along the 
track during the grinding operation. 
This arrangement of joints is also 
very convenient in transporting the 
grinder. By releasing the pressure 
on the two handles, which the oper- 
ator uses during grinding, the 
weight of the motor raises the 
grinding wheel, and by pushing 
ahead the arm swings about its ver- 
tical support, raising the inside end 
of the truck framework, so that the 
entire mechanism is readily trans- 
ported on the two wheels. 
The grinding wheel head can be 
turned completely around by releas- 


ing a lock pin on the grinding wheel 
head, directly in reach of the oper- 
ator. A 2-hp. compound-wound motor 
is used for driving, and a switch and 
control box is mounted in an upright 
position on the motor frame. ‘“Dia- 
mond Brand” grinding wheels are 
used, and ball bearings are used 
throughout. The connection from the 
shaft to the grinding wheel is made 
through steel beveled gears which are 
entirely inclosed in an oil-tight gear 


case packed with transmission 
grease. The grinding wheel is of 
12-in. diameter, 14-in. face, and 


operates at 750 r.p.m. The weight 
of the entire machine complete with 
motor is 500 lb. 


Arcing Removed from 
Controller Contacts 


HE Lehigh Valley Transit Com- 
pany is equipping some of its 
cars on its Easton division with “‘No- 
Are Drum” controller equipment, 
manufactured by the Automatic Re- 


I 
J \to TROLLEY 


Diagram of Connections for No-Are Drum 
; Control Equipment 


closing Circuit Breaker Company, 
Columbus, Ohio. 

No-are drum controller equipment 
can be applied to any of the standard 


Swing-Frame Track Grinder 
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types of platform controllers without 
changes in them. The new equip- 
ment comprises an operating handle 
and a magnetic contactor with over- 
load relay. The operating handle can 
be readily attached to the cap plate 
or top of the drum controller and 
takes the place of the regular handle. 
The magnetic contactor is connected 
in the main operating circuit and 
may be mounted in any convenient 
place, preferably underneath the car 
body. 

In addition to providing for mov- 


Controller Handle in Position on Cap Plate 


ing the controller drum in its regular 
manner, the operating handle con- 
trols the opening and closing of the 
magnetic contactor. The first move- 
ment of the operating handle forward 
from its “‘off’’ position closes the cir- 
cuit for the magnetic contactor. This 
closing occurs before the first point 
of the drum controller is reached. 
Successive resistance steps are cut 
out in the regular way by continuing 
to rotate the controller drum forward 
by means of the operating handle. 


CONTROL CIRCUIT OPENED 
AT CONTACTOR 


In returning the controller handle 
to its “off position, the first move- 
ment from any running point opens 
the control circuit for the magnetic 
contactor, causing it to open instantly 
and break the main circuit. Further 
movement of the operating handle 
returns the controller drum to the 
“off” position. The main circuit is 
thus made and broken by the mag- 
netic contactor and all arcing is re- 
moved from the controller fingers and 
contacts. 

The overload relay of the magnetic 
contactor provides for opening the 
circuit by dropping out the contactor 
in case of a short circuit or overload. 
To reset the circuit breaker it is 


necessary to return the controller 
drum to its “off” position, when the 
overload relay is automatically reset. 
This equipment also provides for 
ov ening the circuit in case of failure 
of power, so that it provides a safety 
feature in that it prevents the equip- 
ment from being energized upon the 
return of power as the load cannot 
be picked up and the contactor closed 
for operation until the controller is 
returned to its “off” position. 
Accompanying illustrations show 
the operating handle and magnetic 


contactor as installed on one of the 
ears of the Lehigh Valley Transit 
Company, and an accompanying dia- 
gram shows the connections neces- 
sary. With double-end control equip- 
ment, two wires run from each 
controller handle and are connected 
to the magnetic contactor. The first 
movement of the operating handle 
closes the circuit for the magnetic 
contactor. There are, however, two 
circuits, one a closing circuit and the 
other a maintaining circuit. With 
the forward movement of the oper- 
ating handle, the maintaining circuit 
is closed and the closing circuit is 
opened. This maintaining circuit is 
carried through a maintaining con- 
tact on the magnetic contactor, so 
that the contactor remains closed in 
any position of the operating handle 
as long as it is not moved backward 
toward the off position. 

A slight backward movement 
of the handle, however, opens the 
maintaining circuit and the con- 
tactor opens. Likewise if the over- 
load relay functions the maintaining 
circuit is broken, and the contactor 
opens. 

The operating handle is of rugged 
construction, designed for continuous 
service without excessive wear. The 
magnetic contactor is of light weight 


alternating current control. 


and small dimensions and has ample 
capacity of current carrying parts 
for handling the arcing under over- 
load and short circuit conditions. 

In Easton this type of equipment 
has been installed on K-12, K-14 and. 
K-28 controllers on both single and 
double-truck cars. On double-truck 
cars the practice of the company is 
to install the magnetic contactor 
underneath the center of the car 
body. On single-truck cars it is in- 
stalled under one platform. The 
reduction in controller maintenance 


The Magnetic Contactor Is Installed Underneath the Car Body 


is particularly noticeable, as replace- 
ment of fingers and segments is com- 
paratively infrequent, and blistered 
and pitted segments or fingers are: 
done away with. 


Two Types of Under- 
Voltage Relays 


WO types, PQ-25 and PQ-26, 

of under-voltage relays are being 
marketed by the General Electric 
Company, Schenectady, N. Y. These 
relays are for tripping electrically 
operated circuit breakers when the 
voltage has decreased to a certain 
predetermined value. Motors are 
thus automatically disconnected on 
under voltage, thus preventing them 
from restarting unexpectedly on 
return of voltage with possible dam- 
age to the driving machine. 

The relays are of self-resetting 
plunger type and may be supplied 
for operation on either direct or ' 
Type 
PQ-25 is for single circuit control, 
while type PQ-26 is for two-circuit 
control. The former is made in two 
forms, instantaneous pick-up and 
time delay drop-out, or instantaneous 
pick-up and drop-out. The latter is 
made in one form only, instantaneous 
pick-up and drop-out. 
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Mrbittation Concluded 


Final Arguments in the Boston Ele- 
vated Wage Issue Submitted— 
Vahey Stands for “A Decent 
Living Wage” 


Final arguments have been pre- 
sented in the Boston Elevated Rail- 
way wage arbitration proceedings be- 
fore George L. Mayberry, the neutral 
arbiter. Charles W. Mulcahy, counsel 
and arbiter for the Elevated, submitted 
his side on Aug. 20 and was followed 
by James H. Vahey, counsel and arbiter 
for the men. 

Three principal points were empha- 
sized by Mr. Mulcahy as the main ques- 
tions of the arbitration. The first, he 
said, was what rate of wages shall be 
paid to all employees of the company 
who are members of the union; the 
second, what differential shall be paid 
to motormen who operate one-man cars 
and buses, and, third, how shall the 
short-hour day be established for work 
on Sundays and holidays. 

Mr. Mulcahy said the Elevated has 
6,417 employees; of these 4,089 are 
blue uniformed men and 2,328 miscel- 
laneous employees. Continuing, he 
said the Elevated represents an invest- 
ment of $143,000,000, and is run at cost 
by public trustees. Fares must meet 
the cost of service, he pointed out, and 
if the cost goes up, the fares must go 
up. If the cost comes down, he went 
on, the fares will come down. 

He declared there is no profit in the 
operation and that the company is re- 
quired by the terms of the Public Con- 
trol act of the Legislature of 1918 to 
make a fair return on the investment. 
That, he added, is taken as meaning 54 
per cent, which is the rent the state 
pays for the use of the property. 

He said that the parties to the arbi- 
tration are the organization of em- 
ployees, the public as represented by 
the car-riders and the taxpayers. The 
trustees do not represent the public 
against the employees. They represent 
the public as a whole, and the- em- 
ployees are an important part of that 
public. 

; Mr. Mulcahy then took up the ques- 
tion what shall be the basis of deter- 
mining wages. The cost of living is 
not on a settled basis, he said. In 
1921 the trustees took the position that 
they should follow the cost of living as 
a basis, said Mr. Mulcahy. “When 
that cost goes up wages should go up; 
when it comes down, wages should 
come down,” he declared. ; 

James H. Vahey, for the men, opened 
his argument by saying that he ap- 
preciated the fair treatment of the sub- 
ject by Mr. Mulcahey.. Then he held 


that present wages are inadequate and 
should be largely increased, a point 
which the trustees have already 
recognized, he declared, by their pro- 
posal to raise wages 4 cents an hour 
and by making various adjustments of 
wages. Then he gave an outline of 
the history of the Elevated company. 

Mr. Vahey argued that the men are 
entitled to “a decent living wage,” 
which they are “not receiving now.” 
He said the stockholders are well taken 
care of by the public control act, which 
guarantees dividends, but there is 
nothing in the act protecting the rights 
of the employees. 


United Traction Will Help in 
Capitol Development 


The United Traction Company, Al- 
bany, through General Manager Mur- 
phy, has pledged its full co-operation 
in the development of the Capitol Dis- 
trict. -Mr. Murphy recommended a 
conference of mayors and other city 
officials, Chamber of Commerce repre- 
sentatives, railroad, railway and real 
estate men to work out a practical solu- 
tion of uniting the cities of the Capitol 
District in one great city. He said that 
his company would be “open-minded” 
in the matter of extensions into pro- 
posed newly developed territory. He 
mentioned several new lines which 
might be considered prospects for ex- 
tensions if the industrial and residen- 
tial development warranted such action. 

Discussing the construction of new 
lines by his company, Mr. Murphy said 
that paving costs charged at present to 
the company were exorbitant, and that 
the company must pay for all paving 
between the rails and 2 ft. outside of 
each outer rail. He said that in his 
opinion this assesSment should be elim- 
inated or at least reduced. 


Wages Continue for Another Year 
in Springfield 

The Springfield Traction Company, 
Springfield, Mo., has entered into an 
agreement with its employees for the 
yeriod of one year from Aug. 15, 1923, 
covering wages and working conditions. 
It is a continuation of last year’s agree- 
ment. 

The schedule of wages in cents per 
hour for two-man ears is as follows: 
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For one-man cars the above rates 
are increased 4 cents an hour, the maxi- 
mum being 50 cents. The company is 
operating 100 per cent one-man cars 
on all regular runs on its system. 


Application Refused 


Examiners Recommend Denial of Staley 
System—Charge Estimated Cost 
Too Low and Expected Rey- 
enues Too High 


A recommendation that the applica- 
tion of the Staley System of Electrified 
Railways for a certificate of public con- 
venience and necessity for the con- 
struction of 1,240.5 miles of railroad in 
Arizona, New Mexico, Colorado and 
California be denied has been filed with 
the Interstate Commerce Commission 
by Attorney Examiner J. H. Agate and 
E. Gray, engineer-examiner. 

The two examiners reported to the 
commission on Aug. 27 that the appli- 
cant had not completed detailed sur- 
veys. and therefore the estimated cost 
of- construction might be, and probably 
is, too low; that estimated revenues 
have been placed too high; that econo- 
mies estimated to be effected through 
electrical operation, contrasted with 
steam, hardly would be as great as 
estimated, and that the territory pro- 
posed to be served is now adequately 
served by existing transportation facil- 
ities. 

In the ordinary course of procedure 
in such cases, the applicant usually files 
a protest against acceptance of the ex- 
aminers’ report, and a hearing is held 
before the commission, before that body 
takes action in the case. 

The Southern Pacific and the Atchi- 
son, Topeka & Santa Fe Railroads had 
protested against authority being 
granted the Staley system for construc- 
tion of its lines, which it proposed to 
finance through sales of stock. The 
California Railroad Commission had re- 
ported that there was no lack of trans-: 
portation facilities in the portion of that 
state which the Staley system would 
penetrate. 

The Staley system proposed a main 
line of 745 miles at the Mexican line in 
Arizona, through New Mexico and into 
Colorado. It also proposed six branches. 
It proposed a line in Mexico, not 
covered by the application, 66.5 miles 
long, to the Gulf of California, where 
it was proposed to create a port. Its 
estimated cost for the 1,307 miles of 
road, including $6,000,000 for port ter- 
minals in Mexico, was $76,024,000; it 
estimated $30,014,000 for equipment the 
first year, including $4,000,000 for shops, 
and estimated an outlay of $26,866,000 
for electric power plants and trans- 
mission lines. 

Coal and coke traffic is counted upon 
too heavily by the applicant, the ex- 
aminers assert.. They conclude that 
estimates of revenue traffic have been 
“greatly exaggerated” by the applicant. 
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Views Are Aired at Hearing in New J ersey 


No Substitute Plan of Constructive Nature Advanced in Place of Company’s Proposal for 
Restoring Service—Municipal Authorities Urge Railway to Resume Operations 
and Then Talk Terms—Conference Arranged to Discuss Terms 


OLLOWING a hearing on Aug. 20 

before the Board of Public Utility 
Commissioners of New Jersey the con- 
troversy there growing out of the strike 
was referred to a committee represent- 
ing the municipalities and the bus men 
and officers of the railway for further 
discussion. At the hearing opinions 
were expressed by the representatives 
of the municipalities and the bus men 
regarding the plan of settlement ad- 
vanced by the company, and E. W. 
Wakelee, vice-president of the railway, 
further explained the company’s stand. 


SENTIMENT FOR SETTLEMENT STRONG 


The hearing resulted in bringing out 
the fact that sentiment in the larger 
cities favored a settlement whereby 
railway service would be provided. This 
was extremely desirable, but certai: 
features of the plan presented by the 
railway were unacceptable. The prin- 
cipal points stressed in opposition to 
the plan were the acceptance of a valu- 
ation figure of $110,000,000 and the 
operation of buses at a 7-cent fare. 
Above all, the municipal representa- 
tives present were inclined to insist 
upon the restoration of tailway service 
at once with the discussion of the merits 
of the provisions of any agreement 
afterward. 

President Osborne of the commission 
in opening the meeting said that it was 
held to permit the municipalities to be 
heard. He asked for criticisms of 
constructive nature, “We are not here,” 
he said, “to do anything else than make 
such contribution as we can toward a 
solution of the problem that confronts 
the community.” 

Many municipalities were repre- 
sented, mostly by their Mayors or other 
officials. The bus men and the railway 
employees also had officials present. 
Mr. Wakelee said there were other 
propositions to be considered than 
wages tad the men. Since the last 
meeting the company had submitted 
its plan of settlement as promised. This 
plan was intended to bring about a 
broad solution. It was not dictatorial. 
The nature of the situation, however. 
demanded that the plan be considered 
as a whole. He said that the plan 
does four principal things: 

_ 1. It gives the men a substantial increase 
In wages. 


2. It provides a means whereby the 


people of New Jersey will get good, ade- 
quate, safe Service. 3 

3. It provides service at the lowest rea- 
sonable rate possible, and also provides the 
means whereby the rate may be reduced. 

4. It provides the means and method 
whereby new capital may be caused to 
flow into the business continuously. 


“There is no reason,” said Mr. Wake- 
lee, “why the people of New Jersey 
should not be afforded the best trans- 
portation in the country.” This was 
indicated in the plan so that he who 
runs may read. 


With regard to the jitney question 
Mr. Wakelee said that the jitneys were 
now operating under cover of a state 
law effective since March, 1921. Accord- 
ing to the opinion of the company every 
transfer of a bus permit to operate 
was aS much a new license as was an 
original bus operating grant. Great 
numbers of jitneys were now operated 
in competition with the trolleys under 
the guise of “transfers” illegally 
licensed by the board and many others 
were operating under transfers of 
rights that had not even come to the 
attention of the board. This latter 
criticism applied to changes in the 
vehicle operated on a specific license 
without a transfer of ownership. 

So far as the company’s plan was 
concerned Mr. Wakelee said it was an 
honest plan devised for an honest pur- 
pose. It was not the company’s plan 
in that the company got all that it 
wanted or that the men wanted. All 
that the company asked was the co- 
operation of the public officials to 
create an atmosphere in which the com- 
pany could live. He then read from 
the New York Times an editorial quo- 
tation on a decision by the Maine Util- 
ities Commission, referred to elsewhere 
in this issue. He said that the stand 
taken by the Maine Commission against 
unfair competition reflected the position 
of his own company. In conclusion 
he said that he had tried to sketch 
the situation in its broadest aspects. 


CITIES PRESENT THEIR SIDES 


Director Raymond speaking for the 
city of Newark asked if the company 
were willing to amend the terms of 
the plan. Mr. Wakelee said he could 
not say what action would be taken 
but that he was open to suggestions. 
Upon this assurance Mr. Raymond 
stated that the city of Newark wanted 
to approach the company’s plan in a 
conciliatory way. He suggested that 
a conference be held between railway 
and city officials in order to reach an 
agreement. He said the plan had the 
appearance of having been put forth 
in a peremptory way and in a take-it 
or leave-it attitude. In referring spe- 
cifically to the tenth paragraph of the 
plan which states how service may be 
resumed temporarily Mr. Raymond said 
that it seemed to him that the company 
might consent to operate its cars pend- 
ing a settlement. If the Public Serv- 
ice would consent to a 5-cent bus fare 
the terms of the plan could be discussed 
in a conciliatory spirit, but Newark 
could not discuss a 7-cent basis for 
buses operated by the railway. He 
said that he realized the need of the 
company to get on a sound financial 
basis. 

Assistant Corporation Counsel Bro- 
gan of Jersey City said Jersey City 


wanted to keep as far away from a 
public service transportation monopoly 
as possible, but was willing to make 
a fair settlement. If the company would 
start the trolleys he was willing to 
discuss the plan with the company. 

In answer to a question about the 
suggestion that the company be relieved 
of paving obligations, Mr. Wake ee 
stated that the eompany contemplated 
no change in this respect unless the 
public desired it. He felt that it was 
unjust to require the railway to pro- 
vide paving for others to use. If the 
public wanted lower fares it should 
shift some of this burden to the other 
users of the streets. 

Elizabeth wanted the trolleys back, 
but wanted the jitneys continued in 
competition with them, said Mr. Griffin. 
Representatives of that city were will- 
ing to sit at a round table discussion 
with representatives of the company. 

Joseph P. Bradley, traffic supervisor 
of the city of Paterson, stated that the 
jitneys in that city were handling the 
transportation situation satisfactori y. 
The city was opposed to the Public 
Service plan in its present form. 

Mayor Furber of Rahway stated that 
since the strike his city has. had better 
service than ever before. People could 
get anywhere in the city. The buses in 
Rahway were not in competition with 
the trolley except on one line. “We 
are taken care of,” said Mr. Furber, 
“and cannot enter into any discussion 
of the plan.” 

W. G. Miller, representing West 
Hoboken, favored the buses being lim- 
ited to streets parallel to the trolleys. 
He felt that the present competition 
was unfair. In his town, with a popu- 
lation of about 40,000, the Public Serv- 
ice had approximately 4 miles of track. 
In 1922 the railway paid $34,694 to 
the city as compared with $520 from 
the buses. In 1921 the corresponding: 
figures were $19,322 and $520, while 
in 1920 they were $28,556 and $720. 

Mr. Moore, representing twenty mu- 
nicipalities in Bergen County, stated 
that a vote had been taken showing 
that fourteen towns were in favor of 
the plan to three against it. The mer- 
chants in the territory which he rep- 
resented were losing business and a 
vote showed they were keen for a set- 
tlement. He asked that Public Service 
plan be accepted. 

EK. T. Sharkey of Bayonne said the 
people in his city wanted the trolleys 
and also wanted the buses. They were 
willing. however, to enter into any 
discussion looking toward a settlement 
of the matter. 

Mayor Loizeaux of Plainfield said that 
in principle he was in favor of any 
plan that would eliminate unfair com- 
petition with the Public Service Rail- 
way. The franchise gave the company 
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rights that should be protected. To 
permit jitneys to operate on the same 
route as the trolleys was unfair. In 
Plainfield there were only two jitneys 
in operation prior to the strike. He 
would, however, oppose any plan that 
would curtail any of the rights of the 
city incorporated in the old franchises. 
He thought that the people of Plain- 
field would stand back of the plan. 

Representatives of various other 
municipalities made statements similar 
to those expressed above. 

Lucius T. Russell, publisher of the 
Newark Ledger, stated that it was 
necessary to start ali over again 
order to arrive at a settlement. Imme- 
diate action was needed now. The 
prestige of the Public Service would 
be enhanced ten-fold with the trolleys 
in operation. Not only did each munic- 
ipality have a problem different from 
every other one, but in each municipal- 
ity there were various individual needs. 
The entire problem was purely local. 
Tt could never be made to spread over 
the state. 


‘VIEWS OF THE Bus MEN 


George L. Record, representing sev- 
eral groups of bus owners, thought the 
Public Service plan was unworkable 
and that it was unfair to the bus own- 
ers. The jitneys were started in order 
to fill a need. They accepted the risks 
of competition. The bus, itself, was 
not worth much. It was the business 
the operators had built up that was 
valuable. The proposition to take over 
the buses at their physical value depre- 
ciated was preposterous. If the trol- 
leys could not operate successfully 
under the changed economic conditions 
they should go into the hands of a 
receiver and be reorganized on a sound 
basis. The only way out was to adopt 
a service-at-cost along the lines of the 
Cleveland plan, provided a start was 
made with a valuation fair to the 
public. 

George F'. Seymour, representing the 
Essex County bus owners, stated that 
if a franchise was granted to the bus 
owners they would put on additional 
service adequate to carry the people. 
The bus men would incorporate and 
buy such buses as were needed. He 
thought that the Public Utility Com- 
mission should prepare a memorandum 
to the Governor asking him to proceed 
against the railway by requiring it to 
live up to its franchise or relinquish 
its franchise rights. 


BUSINESS MEN’S VIEWS 


Horace A. Bonnell, president of the 
Newark Chamber of Commerce, read a 
statement in which he said that the 
organization he represented did not 
believe that either the trolley or the 
bus alone cou'd meet the requirements 
of the growing population in Newark 
and surrounding communities. The two 
services should be co-ordinated in the 
interests of the public under one man- 
agement with efficient regulation. Com- 
‘petition in connection with any public 
utility under regulation was econom- 
ically unsound and ‘not in the public 
interest. The existing crisis could be 


met only through the orderly process 
of sound thought and sober action. He 
filed his statement together with a 
printed copy of the statement of the 
board of directors of the Chamber on 
Aug. 24 in support of the Public Serv- 
ice plan as submitted to the commission. 
Mr. Moran of the Chamber of Com- 
merce of Camden stated that his organ- 
ization endorsed the plan with modi- 
fications. 


TROLLEY MEN ARE REPRESENTED 


Harry Jones, representing the 6,000 
employees of the railway, believes that 
more than a question of wages was 
involved in the settlement. The com- 
petition between the cars and the buses 
was unfair and could not lead to last- 
ing results. What the public wanted 
was cheaper transportation. The way 
to get it was to put all modes of trans- 
portation under one management and 
create a natural monopoly. P. J. 
O’Brien, second vice-president of the 
Amalgamated Association, referred to 
the somewhat similar suspensions that 
had existed previously in Bridgeport, 
Des Moines, Saginaw and Augusta. 

At the request of Chairman Osborne 
Mr. Wakelee summed up the results of 
the meeting from the company’s stand- 
point. He said that as a result of 
the opinions expressed he was impressed 
more than ever with the need for the 


railway. The jitneys in particular, he 
felt, needed the street railway to help 
them out in their business. He reit- 
erated that the plan advanced by the 
company was an honest effort to solve 
a difficult problem. While he was 
impressed by Commissioner Raymond’s 
idea of service first and talk after- 
ward, the company’s position was not 
what it wanted to do but what it could 
do. It could not resume without the 
means of doing so. He thought that 
the company’s plan was the only prac- 
tical one that had been presented in the 
course of the discussion. 

When Mr. Wakelee had finished the 
chairman said that it was apparent 
that the municipalities would not agree 
to the plan in toto. He wanted quick 
action and to that end suggested a 
conference be held immediate!y between 
the representatives of the principal 
municipalities involved and the officers 
of the railway. 

The representatives of the municipal- 
ities agreed to comply with this request, 
but felt that a conference of this kind 
should contemplate the presence of 
President Thomas N. McCarter. With 
this in mind the representatives of the 
company and the leading municipalities 
held a conference immediately follow- 


.Ing the meeting to arrange for a time 


and place for the conference of these 
parties. 


Trolley Suspension Hurts Business 


Sentiment Growing in New Jersey in Favor of Restoration of Railway 
Service — This Fact Established in Survey “Journal” Editors 
Made Among Retail Merchants—Company’s Plan 
Generally Approved 


HE enthusiasm manifested at first 

for the auto bus as a substitute for 
the trolley has waned in the territory 
where the Public Service Railway for- 
merly operated, and people are gradu- 
ally becoming more anxious for the 
restoration of railway service. Up to 
the present, however, the heaviest bur- 
den of the shutdown has been borne by 
the business men, who have suffered 
actual financial loss. Personal in- 
quiries made by ELEcTRIC RAILWAY 
JOURNAL editors in ‘several municipali- 
ties show that the merchants want the 
trolley back and are generally favor- 
able to the company’s plan of settle- 
ment. 

The head of a large aepartment store 
in Newark stated that his business had 
fallen off 10 or 15 per cent. In his 
opinion it will be a calamity if trolley 
service is not resumed, because the 
bus is not yet sufficiently developed to 
enable it to replace the street car. He 
expects conditions to get worse if the 
shut-down continues, and he approves 
the company’s plan of settlement ex- 
cept the valuation feature. 

An official of another Newark depart- 
ment store said that telephone and mail 
orders had increased, but not enough 
to balance the loss in “over the counter” 
trade. Many of his employees are get- 
ting to work late. “That fellow on the 


radio the other night had the right 
idea,” he said, referring to the talk by 
H. L. Brown, editor of ELECTRIC RAIL- 
WAY JOURNAL, which was also published 
in the JoURNAL of Aug. 18. “The bus 
has its place, but the trolley and the 
bus are not interchangeable.” He fa- 
vored the adoption of the company’s 
plan without modification, and expects 
conditions to get worse in September 
if the shutdown continues. 

A third department store admitted 
feeling the effects of being without 
trolley service. ‘Customers will not 
come downtown in crowded buses,” ac- 
cording to the president of that com- 
pany. “Any truthful person will say 
that business has been hurt.” 

Another large department store 
claimed to have felt little bad effect so 
far, but thought that in the long run 
business will suffer if trolley service is 
not resumed. 

Clothing and haberdashery shops in 
Newark report their trade to be much 
affected. One man said his business 
had fallen off more than 10 per cent. 
He thinks politics will prevent the 
adoption of the company plan. A sec- 
ond could give no figures, but said that 
he had noticed a decrease even though 
August is ordinarily a dull month. 
September will hurt more, but a settle- 
ment will have to wait until the public 
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is really suffering. Another ascribed 
the loss of business to the lack of 
women shoppers on the streets. He 
would rather pay 15 cents and ride in 
a trolley than 5 cents to ride in a bus. 
“Anybody who prefers the jitneys,” he 
said, “would make one of Roosevelt’s 
Rough Riders look like a selling plater.” 
He approves the plan. 

A large jewelry store admitted that 
its business had been badly hit by the 
shutdown. People may travel by 
crowded buses to buy the necessities of 
life, but they will not travel that way 
to buy jewelry. In spite of decreased 
business, however, their delivery force 
has had to be augmented because cus- 
tomers will now carry nothing home 
themselves. The owner approves the 
Public Service plan but would like a 
5-cent fare in the city. 

The children’s department of a re- 
tail shoe store in Newark might as well 
be closed, according to the manager. 
“Nobody brings children downtown 
now,” he said. The plan is all right in 
his opinion, but politics will block it. A 
hardware store also reported a loss of 
trade. 


No More Reapine As You Rwp 


“Business is pretty bum,” was the way 
the owner of a news stand in the center 
of the city expressed his sentiments. 
“People riding in the jitneys can’t read 
papers,’ said another, “and anyhow 
- they don’t come downtown the way they 
used to.” A barber shop reported busi- 
ness dull before the shutdown and still 
dull now. The head of the shop hoped 
for the restoration of trolley service at 
a 10-cent fare with 5-cent buses. 

These statements of fewer people 
traveling are borne out by traffic 
checks made in Newark since the shut- 
down. 

The figures show during a 16-hour 
period approximately 75 per cent of the 
former passenger traffic on the im- 
portant arteries. In the rush hour in 
spite of a 250 per cent load factor the 
buses are carrying only about 50 per 
cent of the former rush hour riding. 

Restaurants and caterers, on the other 
hand, appear to be but little affected. 
One such establishment claimed better 
business in August than in July. Much 
of their trade comes by automobile, 
however. Another said that business 
was off a little now and would be worse 
in September. “All sensible people 
favor the company plan,” said the lat- 
ter, “but there are very few sensible 
people in Newark.” 

Newark bank officials interviewed 
agreed that retail business was being 
hurt. “The jitney is a failure,” said 
an officer. “Service is worse now than 
when the trolley shutdown began.” At 
another bank it was said that conditions 
are really worse than the merchants 
will admit. Both thought the plan to 
be fair and reasonable but were afraid 
that polities would prevent its adoption. 
A prominent real estate man also fa- 
vored the plan except in regard to the 
valuation figure. 

Moving picture theaters are feeling 
the lack of railway service although no 
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definite figures on loss of revenue are 
obtainable. The manager of a large 
house in the center of Newark strongly 
favored the plan of settlement. He 
criticised the jitney service bitterly. A 
large vaudeville theater believes it too 
soon to tell the exact result, but thinks 
that any disturbance to the transporta- 
tion system is bad. 

In the Centre Market, Newark, mer- 
chants appear to be much disturbed 
about their trade. The manager of one 
concern there claimed that business is 
fine, but thinks it may be poor in Sep- 
tember. It is rumored, however, that 
officials in charge of the market do not 
wish any criticism to be made against 
the bus service. 

The transportation of workers to and 
from their places of employment is 
most unsatisfactory in many cases. 
Only where the factory is located on 
the outskirts of the city and workers 
are traveling against the general traffic 
do they get to work on time. 

The Newark Chamber of Commerce 
says that there is no doubt about busi- 
ness being hurt by the suspension of 
trolley service. The time has come to 
endorse some plan of settlement, they 
think, and the Public Service plan is 
the best one yet proposed. 

In the smaller municipalities there 
seems to be less trouble than in New- 
ark. Traffic officers in eight or ten 
towns, with whom the situation was dis- 
cussed, claim that traffic is less con- 
gested now than formerly. A large 
department store in Paterson said there 
was no unusual tardiness among their 
employees. 


The bus system has been developed to 
a greater efficiency in that city, how- 
ever, than in any other. Routes are 
short and traffic is heavy, so the buses 
are making a good profit. The vehicles 
themselves are mostly new and of a 
very good type. They are well painted 
and kept clean inside and out. Prior 
to the shutdown the buses were carry- 
ing about 75 per cent of the local traffic, 
so they have been pretty well able to 
handle the situation. The leading store 
for women’s wearing apparel, however, 
says that business has fallen off, prin- 
cipally because people from the suburbs 
are not coming in. 

Moving picture theaters in Paterson, 
Passaic, Hackensack and other places 
claim to have had the best August they 
have ever had. Probably this may be 
accounted for to some extent by the 
unusually cool weather that has pre- 
vailed. The manager of a group of ten 
movie houses said that people in 
Paterson are touchy about anything 
that hits the pocketbook. They don’t 
like the idea of a 7-cent bus fare. They 
ride the present 5-cent buses in prefer- 
ence to the trolleys because they are 
“sore” at the 8-cent fare. It has seemed 
unreasonable to them to have to pay 
8 cents for a short ride and only 1 cent 
additional for a transfer which in- 
creased the length of ride several 
miles. In his opinion the fare features 
of the Public Service settlement plan 
will prove unacceptable to the public. 
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Public Service Answers 
Writ 
Company Blames Utility Board for 


Failure to Provide Revenue and for 
Bus Competition 


The Public Service Railway, through 
its general counsel, Frank Bergen, filed 
a return on Aug. 28 to the alternative 
writ of mandamus issued by the Su- 
preme Court of New Jersey Aug. 17 
on motion of the Board of Public Utility 
Commissioners. The company states 
that it has not complied with the 
board’s order of Aug. 14 to resume 
service because of the latter’s “unlaw- 
ful and oppressive conduct” in denying 
wholly or in part requests made by the 
company, and also because of the in- 
creased wages demanded by its em- 
ployees. The statement also says that 
the board’s order is illegal and void be- 
cause it is not in accord with the evi- 
dence, and because compliance would 
take the property for public use with- 
out just compensation in violation of 
the state constitution and of the Four- 
teenth Amendment of the Constitution 
of the United States. 

The return sketches in considerable 
detail the history of the company from 
its inception. It now constitutes a 
united and complete system of about 850 
miles of street railway tracks in 142 
municipalities of New Jersey, contain- 
ing more than 2,000,000 inhabitants. 
In recent years the system has carried 
about 1,000,000 passengers a day. 

“By the year 1915,” states the return, 
“said street railway system had come 
to be 100 per cent efficient; that is, as 
good as new for practical operation, 
and was regarded by electrical street 
railway experts as one of the best con- 
structed and equipped urban transporta- 
tion systems in the country, and more 
favorably located for expansion than 
any other, its tracks extending from 
points on the Hudson River opposite 
New York, through populous and grow- 
ing cities and towns, to points on the 
Delaware River opposite Philadelphia.” 

The company calls attention to the 
fact that since June, 1903, it has ex- 
pended $38,500,000 in extending and im- 
proving its street railway system and 
providing for new equipment. Prior to 
1918, it said, the 5-cent fare under con- 
ditions prevailing then was regarded 
as reasonable in spite of hauls for dis- 
tances as great as 15 miles. In 1917 
cost of maintenance and operations be- 
gan to increase rapidly so that by July, 
1921, increase in operating expenses 
amounted to 119.1 per cent, taxes in- 
creased 63.4 per cent and cost of pay- 
ing more than doubled. By July, 1918, 
annual expenses had increased by more 
than $3,000,000. 

From 1918 to July, 1921, the company 
continued to present facts and figures 
to the board showing the continuing 
and rapid increases in costs, and asked 
for increased rates, but “never suc- 
ceeded in obtaining an increase ade- 
quate for that purpose.” 

Gross earnings, as shown by a table 
ineluded in the return, increased from 
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$17,574,867 in 1916 to $26,810,664 in 
1920, and since then have remained 
slightly lower, being $26,353,234 in 
1922. Operating expenses and taxes 
have grown out of proportion to this in- 
crease, being $11,219,691 in 1916 and 
$20,492,478 in 1922. Fixed charges have 
increased from $4,873,929 in 1916 to 
$5,316,194 in 1922. The principal oper- 
ating figures are given in a table, of 
which the following is an abstract: 


Total Ex- 

Gross penses and 
Year Earnings Charges Surplus 
1916 ...$17,574,867 $16,083,800 $1,491,066 
1917 ... 18,660,360 17,477,817 1,182,542 
1918 ... 19,854,393 20,156,110 301,716* 
1919 ... 23,114,605 23,704,604 589,999* 
1920 ... 26,810,664 27,554,640 743,975* 
1921 ... 26,254,000 26,405,251 151,251* 
1922 . 26,358,234 25,828,578 524,655 


*Indicates deficit. 


The return states that on failure of 
the board to approve a new schedule of 
rates in its order of May 20, 1921, the 
State Supreme Court ordered a revision 
of that ruling to provide increased in- 
come. The board, “on the fourteenth of 
July following, in pretended compliance 
with the judgment of this court, per- 
mitted defendant to charge 1 cent addi- 
tional for a transfer, which would yield 
to the defendant a sum grossly inade- 
quate to meet its lawful. requirements 
and prevent continued confiscation of 
its property in serving the public.” 

According to the return, the opera- 
tions of the company in the years 1918 
to Oct. 19, 1921, resulted in its not be- 
ing permitted to earn its increased cost 
of operations in those years by the 
amount of $13,652,548. 

“The effect of the unlawful and op- 

pressive conduct of relator [the board] 
_ as aforesaid was: (a) to prevent de- 
fendant from earning income sufficient 
to maintain and operate its property; 
(b) to diminish its operating efficiency; 
(c) to take property and service of de- 
fendant to the value of $13,600,000 for 
public use without just, or any, com- 
pensation; d) to destroy the credit of 
defendant; (e) to cause large deficits 
to accumulate, and (f) to prevent de- 
fendant from protecting its property 
and business against unjust and unlaw- 
ful competition. Besides, relator has 
approved more than 200 licenses for 
auto buses or jitneys to operate in un- 
lawful competition with defendant, and 
has for a long time and is now per- 
mitting unlicensed auto buses or jitneys 
to operate unlawfully in competition 
with defendant.” 

For the above reasons, combined with 
the demands of the employees, the 
company states that it is impossible to 
‘comply. with the order of the board to 
operate its cars. 


Peter Witt Advocates Rapid 
Transit Plan for Cleveland 


Peter Witt, former street railway 
commissioner at Cleveland, Ohio, has 
announced a plan for a rapid transit 
system for Cleveland. He says he will 
take steps at once to bring about adop- 
tion of the plan, which provides for the 
following: 


_on an hourly basis. 
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1. The construction of three elevated 
rapid transit lines, serving all parts of 
the city. 

2. The construction by the city of a 
new bridge across the Cuyahoga River, 
from Huron-Road to Lorain Avenue. 

The entire plan would be worked out 
in conjunction with the Cleveland Rail- 
way, and would augment its system, 
but not supplant it, Mr. Witt said. The 
money would be derived from a bond 
issue. He is reported to have said: 

The question of issuing bonds will be sub- 
mitted to a vote at the earliest possible 
moment. But whether or not I am elected 
I shall go forward with the rapid transit 
fight. 

The rapid transit lines, under Mr. 
Witt’s ideas, would not attempt to take 
the place of the present street railway 
in the matter of short hauls. They 
would feed the present surface system 
and would be fed by it. Their chief 
mission would be to take care of long 
hauls. 


Maumee Valley Line Advances 
Wages 

A new wage and working agreement 
has been signed by officials of the 
Maumee Valley Railway, Toledo, and 
the union effective until Jan. 1, 1924. 
The scale is 53 cents for the first three 
months in service and 55 cents an hour 
thereafter. The old scale was 40 cents 
for the first three months, 42 cents for 
the succeeding nine months and 45 
cents thereafter. 

The large increase in the scale is 
due to the starting of the one-man 
plan of operation of the new equipment 
placed in service on the line. General 
Manager B. A. Webster reports that the 
company is enjoying a 25 per cent in- 
crease in business since it has put the 
new equipment into service. 

The line is a belt operating between 
Toledo and Maumee and Perrysburg 
on each side of the Maumee River. 


Seattle Employees on 
Hourly Basis 


Over the protest of the Seattle 
Municipal Railway employees, the City 
Council of Seattle recently changed the 
wage payment system for platform men 
from the monthly basis, under which 
the men have been working for the last 
year, to an hourly basis. The new sys- 
tem, which goes into effect Jan. 1, 1924, 
will give the men a slight increase over 
their present rate of payment, figured 
The efficiency rat- 
ing system sought by the trainmen was 
tabled by the Councilmen, the members 
holding that if the men are paid by the 
hour instead of by the month no effi- 
ciency rating is necessary. 

When the budget comes before the 
Council for final approval in Septem- 
ber the trainmen’s union will fight the 
proposed changes, its business agent 
announces. No action will be taken in 
the meantime. The change from a 
monthly to an hourly basis means that 
the “one day off in eight” for which 
the trainmen have been fighting is 
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killed, members of the Council say. If 
the day off is taken under the hourly 
scale, it will be at the expense of the 
men, while under a monthly pay scale 
they had hoped to be awarded the day 
off without loss of pay. 

The new wage scale will give the 
men 59.735 cents an hour, 62.5 cents 
and 65.625, according to their length 
of service. Under the monthly rate, 
they received 56.25 cents an hour, 
60.41 and 64.58 cents. The change will 
not effect the total amount granted the 
street railway department under next 
year’s budget. 


Advertising Tells of Improvements.— 
The Indiana Service Corporation, Fort 
Wayne, is doing some interesting ad- 
vertising for the purpose of calling 
attention to improvements it is making. 
This advertising consists of car cards 
reading as follows: “The double track- 
ing on South Calhoun Street costs us 
$77,000. It will take more than 1,000,- 
000 fares to pay for this work.” 


Gives Life Insurance Certificates.— 
The Alabama Power Company has pre- 
sented the employees of its own com- 
pany and of the Dixie Construction 
Company who have been in their serv- 
ice continuously for a period of six 
months or longer a life insurance cer- 
tificate in an amount from $500 to 
$2,500, depending on the length of serv- 
ice, and payable at death to a bene- 
ficiary of each employee’s own selection 
or designation. 


Picnic in Philadelphia.—The first half 
of the annual two-day picnic of the 
Philadelphia Rapid Transit Company 
was held at Willow Grove Park on Aug. 
28 and was attended by thousands of 
the employees. Thomas E. Mitten, in 
addressing the gathering, told the men 
that they would own the property and 
run it. He finished with a word to a 
delegation of 100 trolley employees 
from Buffalo. Messrs. Mitten, Nyman 
and Dunbar all spoke optimistically in 
reviewing the conditions of the past 
year. 


Franchise Granted.—The City Coun- 
cil of Vancouver has granted to the 
Portland Railway, Light & Power Com- 
pany a new franchise, effective for 
fifty years. The grant follows a dis- 
pute over the proposal to insert a 
clause relating to the joint usage of 
poles by the Portland Railway, Light 
& Power Company and the Northwest- 
ern Electric Company, which are com- 
petitors for local light and power busi- 
ness. The Portland Railway protested 
the common usage clause, declaring it. 
would be more of a benefit to the North- 
western concern because the former is 
new to the field and has fewer poles. 
The clause was inserted with the under- 
standing that it would not become effec- 
tive for ten years. Under the new 
franchise, the city will receive $75 a 
month from the Portland Railway, 
Light & Power Company, during the 
term of its franchise, whereas under the 
previous franchise the city received 
nothing. 
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Valuation Appealed 


St. Louis Railway Protests Order of 
Public Service Commission Fixing 
Value at $51,781,348 


The United Railways of St. Louis has 
appealed to the St. Louis Circuit Court 
from an order of the Public Service 
Commission fixing the valuation of the 
company for the purpose of rate mak- 
ing at $51,781,348. The petition asked 
that the court annul the findings of the 
commission on valuation and to issue a 
writ of certiorari directing the commis- 
sion to fix a valuation of $69,100,000 
as requested by the company. No order 
has been made so far. 

The city of St. Louis also is dissatis- 
fied with the commission’s valuation, 
holding that it is vastly in excess of the 
value of company’s property. Former 
City Counselor Henry S. Caulfield, rep- 
resenting the city, filed a certiorari pro- 
ceeding in the Circuit Court of Cole 
County asking for an order compelling 
the commission to reduce its valuation 
to approximately $29,000,000. 

The United Railways in its petition 
asserts that the commission’s order is 
confiscatory and a Federal question is 
raised which will enable the company, if 
it desires, to appeal from a decision of 
the Missouri Supreme Court, if adverse, 
to the United States Supreme Court. 

Thomas E. Francis, attorney for the 
company, who filed the certiorari peti- 
tion, alleges that many of the items 
in the valuation as fixed by the commis- 
sion are confiscatory. 

The petition quoted from the Eng7- 
neering News-Record, a McGraw-Hill 
publication, to show that the cost of 
materials and labor has doubled since 
1913. Upon those figures the claim is 
made that the present fair value of the 
physical property of the United Rail- 
ways is $103,645,062. 

The value of the United Railways on 
Jan. 1, 1919, for the purpose of rate 
making was $69,100,000, the petition 
alleged. 

The petition complains about the 
valuation fixed by the commission upon 
a larger number of items making up 
the total valuation. Among the larger 
items were overhead construction costs 
placed by the commission at $5,252,113 
and the company at $8,146,877; pro- 
moting and financing costs fixed by 
the commission at $2,700,000 and the 
company at $5,000,000 and the going 
value of the company fixed by the com- 
mission at $2,500,000 and by the com- 
pany at $5,000,000. 

The company alleged that the com- 
mission erred in striking off $15,756,038 
for depreciation, contending that 
$7,500,000 was ample. Complaint is 
made that the commission disallowed 
$7,091,415 for unextracted value of the 
old horse car and other equipment 
superseded by the present equipment. 
The disallowance of numerous other 


an 
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items likewise was complained of. 
While the litigation is pending the 
7-cent fare is not likely to be disturbed. 


Sun Life Got $30,000,000 for 
I. T. S. Holdings 


It has long been known that the Sun 
Life Insurance Company, Toronto, Ont., 
held a very considerable interest in the 
securities of the Illinois Traction Com- 
pany. In the deal in which the Stude- 
baker interests became identified with 
I. T. S. affairs through the medium of 
the Illinois Power & Light Company 
the Sun Life Insurance Company is said 
to have received $30,000,000. The 
Canadian Financial Post says: 

In addition to its usual annual income and 
its maturing securities, which are in them- 
selves a large sum, the Sun Life this year 
has an extra $30,000,000, representing the 
proceeds of the sale of its interest in the Illi- 
nois Traction Company. When it received the 
$30,000,000 cheque for the securities it had 
held of the Illinois Traction, the Sun Life 
was handed what is believed to be the 
largest cheque ever passed in Canada, It 
probably had also the largest single sum 
ever ready to be invested at one time in 
this country. 

According to the same authority the 
Sun company has this year the sum of 
$70,000,000 to invest. 


Receiver in St. Louis Seeking 
Extension of Bond Maturity 


Arrangements are being made by the 
receiver of the United Railways, St. 
Louis, to refund or extend $14,800,000 
of bonds and receiver’s certificates vir- 
tually all of which mature Oct. 1. 
Action is now waiting upon United 
States District Judge Faris, to whom 
application for new issues has just 
been made. 

The refunding must primarily take 
care of the $4,200,000 receiver’s cer- 
tificates now outstanding, which mature 
Oct. 1. They bear 7 per cent interest. 
Besides this issue underlying bonds, 
aggregating $6,100,000, and one junior 
issue, amounting to $4,500,000, have to 
be provided for by the same date. 

The securities of the Suburban Rail- 
way, fall into a different category 
than the others, because the bond- 
holders started foreclosure suit and 
may press.for a separate receivership. 

There are two suburban bond issues, 
the underlying first mortgage issue of 
$2,000,000, which matured Feb. 1, 1921, 
and was extended at 8 per cent to 
Oct. 1, 1928, and the suburban general 
mortgage 5s, totaling $4,500,000, which 
matured April 1, last. Besides the 
separation of the property in the re- 
ceivership, alternate courses are the 
redemption of the bonds with funds 
derived from the sale of receiver’s 
certificates or the extension of the 
issues with the expectation that the 
United Railways would be reorganized 
before the extended maturity date and 
the bonds taken care of in the re- 
organization. 


Montreal Surplus Increased 


Surplus of $347,553 for Year Just Closed 
Compared with $187,947 for 
Similar Item for 1922 


The fifth annual report of the Mon- 
treal Tramways Commission to the city 
of Montreal for the year ended June 30, 
1923, has just been made public. Pas- 
senger receipts amounted to $11,752,441, 
and receipts from all other sources ° 
brought the total up to $12,056,355. The 
allowance made to the company for 
operating expenses was 25.91 cents per 
car-mile for motor cars and 18.73 for 
trailers at a density of 8.5. Last year 
the allowance was 26.62 and 19.43 re- 
spectively for the same density. The 
allowance granted at this rate was 
$5,866,155, as compared with $5,832,- 
844 last year. The actual operating 
expenses and taxes were $6,099,993, or 
$233,837 in excess of the allowance. 
Consequently the commission author- 
ized the company to appropriate from 
the gross receipts the sums necessary 
to liquidate the excess expenditure. The 
company has had to pay, over and 
above the allowances, $93,316 for snow 
removal, $140,187 for taxes, and $41,460 
for injuries: and damages, which fully 
justifies the expenditure in excess of 
credits. 

The operating profit of the company 
was allowed at 4 of 1 per cent on the 
average value of the capital during the 
year, and was $48,304, as compared 
with $47,959 last year. The average 
value of the capital during the year 
was $38,648,734, as against $38,367,983 
last year. 

The maintenance and renewal fund 
was fixed by the commission at $2,740,- 
778, being at the rate of 11.22 cents per . 
car-mile for motor cars and 9.853 cents 
for trailers. The actual expense for 
maintenance and renewal was $2,618,- 
874, leaving a reserve to the credit of 
the maintenance account of $121,903. 
Last-year the allowance for this account 
was fixed by the commission at $2,579,- 
200, the actual expenses were $2,368,235, 
and the amount transferred to reserve 
was $210,964. 

The additions to capital value in the 
shape of physical assets, during the 
year ended June 30, amounted to $481,- 
065, and after deducting the value of 
properties and materials discarded and 
scrapped, the net addition to capital 
value amounted to $15,901. Last year 
the net addition was $269,211. 

The following is a statement of 
operations for the year ended June 30: 


1923 1922 

Gross receipts ..... $12,056,355 $11,712,525 
Operating expenses / 

BN: TaReS ait ener 6,099,993 5,769,403 
Maintenance ....... 2,492,792 2,579,200 
Operating profit .... ~° 48,304 47,959 
Interest on . capital 

VALCO) Gaiclemmtenae 2,344,681 2,329,457 
Financing expenses.. 181,431 181,431 
Citys rental en. 500,000 500,000 
Reserve fund’ ....). 41,597 171,125 

SUTD US cetera $347,553 $187,947 


The accompanying statisties will show 
that the better results anticipated have 
been realized. 
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1923 1922 

Revenue, assen- 

gers. Lass HHT $193,519,038 $188,201,367 
Car-Miles wins. 0.4 ' ,7OL 21,547,345 
Operating ratio .. 71.67% 71.69 % 
Paid to city...... 1,309,581 947,157 
Pereentage of 

gross receipts.. . 10.86 8.32 
Average fare .... 6.23 6.223 


' The amount paid the city during the 
past twelve months was made up of 
$229,629 taxes, $190,800 for snow re- 
moval, and $889,151 on rentals. The 
general statistics of the company show 
that the length of tracks is now 271,- 
422 miles, of which 253,176 are in 
operation. The gross receipts per mile 
of track in operation amounted to 
$47,620. The operating expenses and 
taxes consumed 51 per cent of the gross 
receipts while the maintenance and re- 
newals absorbed 20.67 per cent. 

The statistics further show that 
79,123,158 transfers were issued, being 
A0.89 per cent of the number of revenue 
passengers. The total operating ex- 
penses and taxes per passenger 
amounted to 4.47 cents. 


Time Extended Under Reorgan- 
ization Plan of Chicago “L” 


The committee in charge of the re- 
organization of the Chicago Elevated 
Railways has notified the holders of the 
two-year 5 per cent secured gold notes 
and the ten-year 6 per cent debentures 
that in order to afford further oppor- 
tunity for these holders to participate 
in the benefits of the reorganization 
plan, dated July 14, 1923, the time for 
making deposits under this plan and 
the accompanying agreement has been 
extended to the close of business on 
Sept. 25, 1923. More than 92 per cent 
of the secured gold notes and a sub- 
stantial percentage of the ten-year 6 
per cent debentures have been de- 
posited subject to the plan and agree- 
ment of reorganization. Until the close 
of business on Sept. 25 secured gold 
notes and ten-year 6 per cent deben- 
tures may be deposited with the Na- 
tional City Bank, New York, or with 
the Continental & Commercial Trust 
& Savings Bank, Chicago, depositaries 
of the committee. Upon such deposits 
the depositaries will issue, in exchange 
for deposited securities, appropriate 
certificates of deposit. 

William Hughes Clark of Chicago 
has voiced objection to the reorganiza- 
tion plan of the Chicago Elevated Rail- 
ways in a letter to noteholders, calling 
on them to join with him in opposing 
the plan. He charges that the reorgan- 
ization plan required “several and un- 
necessary sacrifices from noteholders.” 

In a letter to the noteholders he said: 


My examination of the _ reorganiza- 
tion as planned, discloses the noteholders 
would be obliged (a) to sacrifice their sole 
and only claims against the very valuable 

_ equity in the prosperous South Side 
Division; (b) to sacrifice their majority 
claims against an equity in the Metropoli- 
tan Division; (c) to sacrifice their large 
claims against the Northwestern Division, 
and (d) to sacrifice their pro rata two- 
thirds interest in $208,000 Northwestern 
first mortgage bonds and other assets of 
the railways trust available to the com- 
mittee, etc., all mostly for the benefit of 
particular holders of Oak Park. receiver’s 
obligations and Lake Street bonds and 
selected numbers of other securities. 


Bonds Offered Locally.—The Lehigh 
Traction Company, Hazleton, Pa., re- 
cently announced that it would offer to 
its employees, patrons and the public 
an opportunity to buy $350,000 of first 
mortgages bonds on the basis of $89.10 
for each $100 bond. 

More Power Properties Acquired. 
—The Puget Sound Power & Light 
Company, a company under Stone & 
Webster management, has acquired 
control of the Olympia Light & Power 
Company, which supplies electric light 
and power and street railway service 
to Olympia, Wiash. The acquired com- 
pany’s gross earnings for 1922 were 
$199,581. 


Meeting of Stockholders Called.—A 
special meeting of the stockholders of 
the Illinois Power & Light Corporation 
will be held on Sept. 4, 1923, in Chi- 
cago for the purpose of submitting to a 
vote of the stockholders the question of 
increasing the authorized capital stock 
of the corporation by increasing the 
authorized par amount of the 7 per 
cent cumulative preferred stock from 
$20,000,000 to $25,000,000. 

Indiana Electric Bonds Offered. 
Stone & Webster, Boston, Mass., are 
offering at 99 and interest to yield 
about 6.57 per cent $2,700,000 of the 
Indiana Electric Corporation’s first 
mortgage 6% per cent gold bonds, series 
“B.” The bonds, due August 1, 1953, 
are non-callable for ten years. The 
proceeds will be applied toward the 
cost of construction of high-tension 
transmission lines and substations. 


Seek Bond Issue.—The Georgia Rail- 
way & Power Company, the Georgia 
Railway & Electric Company and the 
Atlanta Gas Light Co., operating the 
street railway and public utilities of 
Atlanta, has filed a petition with the 
Georgia Public Service Commission re- 
questing permission to issue bonds in 
the sum of $74,000, $291,000 and $116,- 
000 respectively, the money to be used 
largely for service improvements. 


Auction Sales in New York.—At the 
public auction rooms in New York on 
Aug. 29 there were sold 26% shares 
Interborough Rapid Transit Company 
voting trust certificates, $133 per 
share; $1,000 Interborough Rapid 
Transit Company ten-year 6 per cent 
note of 1932, interest April and Octo- 
ber, 582 per cent; $5,000 Interborough- 
Metropolitan 4% per cent bonds, 16 per 
cent, assessment paid, certificate of 
deposit $50 lot. 

Must Return Bonds.—The city sink- 
ing fund trustees at Toledo have been 
formally requested to return $150,000 
of 6 per cent bonds of the Community 
Traction Company to the Doherty in- 
terests, by whom they were placed as a 
forfeit in connection with the Milner 
ordinance plan of obtaining $1,000,000 
of new capital for extensions and bet- 
terments of the Toledo system. The 
time for request from the city and 
formulation of a plan expired Aug. 1. 

Stabilizing Deficit in Youngstown 
$963,131.—The deficit to the stabilizing 
fund of the Youngstown, Municipal 
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Railway, Youngstown, Ohio, for June 
amounted to $35,302. The increase 
places the stabilizing deficit on July 1 
at $963,131. Gross revenues for June 
amounted to $137,793. Operating ex- 
pense, maintenance cost and deduction 
from revenue were $124,772, resulting 
in a surplus of $16,211, which under the 
terms of the franchise is entered into 
the stabilizing fund atthe end of each 
year. 

Requests Signing Petition. — The 
shareholders’ protective committee of 
the Quebec Railway has requested that 
holders who have not yet signed the 
petition to the president for modifica- 
tion of the terms of exchange should do 
so without delay. The committee al- 
ready has representation of about 50 
per cent of the aggregate holdings of 
individual shareholders. The terms of 
the merger of the Quebec Railway and 
Quebec Power Company were referred 
to in the ELECTRIC RAILWAY JOURNAL, 
issue of Aug. 4. 


New Issue to Be Offered.—Green- 
shields & Company, Mackenzie & King- 
man and Aemelius Jarvis & Company 
will offer, it is expected, at 95, to yield 
72 per cent, $550,000 of the 7 per cent 
cumulative preferred stock of the 
Jamaica Public Service Company. This 
offer will complete the financing ar- 
ranged at the time of the transfer of 
the property, formerly owned by the 
West India Electric Company, to the 
new interests, who are operating it 
under Stone & Webster management. 
The first step in the financing was the 
sale of $1,000,000 of first mortgage 
bonds of the company. 


Invites Bids on Bonds.—The Market 
Street Railway, San Francisco, Cal., 
has invited bids for the sale to it on 
Sept. 1 of a sufficient number of its 
first consolidated mortgage 5 per cent 
gold bonds for the investment of $160,- 
000, now in the sinking fund provided 
for in the mortgage executed by the 
Market Street Railway to the Union 
Trust Company, San Francisco, as 
trustee, under date of July 12, 1894. 
The lowest bids will be accepted and 
bonds redeemed to the extent of $160,- 
000. Interest on all bonds accepted 
under any bid will cease Sept. 1, 1923. 
Payment for all bonds accepted will be 
made on surrernder of the bonds after 
that date. 


Gold Bonds Offered.—Stone & Web- 
ster are offering at 99 and interest, to 
yield more than 6% per cent, $3,807,800 
of refunding and improvement mort- 
gage 63 per cent gold bonds of the 
Staten Island Edison Corporation. 
These bonds, dated July 1, 1923, will 
mature July 1, 1953. The proceeds will 
be used to retire the floating indebted- 
ness incurred for extensions, additions, 
new construction and other corporate 
purposes and to acquire $700,000 par 
value of underlying bonds which will be 
deposited with the trustee of this issue 
as additional security for these bonds. 
The Staten Island Edison Corporation is 
successor under reorganization to the 
Richmond Light & Railroad Company. 
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75,000,000 Tickets for 
Detroit 


Mayor Urges Purchase of Tickets at 
Nine for Fifty Cents as Economy 
and Move to Speed Traffic 


The Department of Street Railways 
at Detroit has had 75,000,000 tickets 
printed to be in readiness when the 
6-cent fare goes into effect on Sunday, 
Sept. 2. The tickets will be sold in 
strips at the rate of nine for 50 cents. 
It was planned to put them on sale on 
Aug. 31 at the City Hall, the carhouses 
and the terminals and to have conduc- 
tors sell the tickets beginning Sunday. 

William .B. Mayo, general manager 
of the system, is urging the public to 
purchase tickets on the plea of the sav- 
ing to the passengers by their use and 
their value in speeding up the move- 
ment of cars. Until further notice 
“tokens,” or metal tickets, now in the 
hands of the public will be accepted the 
same as a 5-cent piece, but passengers 
using these tokens beginning Sept. 2 
must deposit an extra cent in the fare 
box. The new rate of fare will also 
apply to the buses now being operated 
on Mount Elliott Avenue. 


ARBITRATOR VOICES OBJECTION 


The decrease in income of the 
D.S.R., it has been pointed out, 
bears out the Street Railway Commis- 
sion’s statement that the increase in 
wages of the employees and increased 
power charge would have to be met by 
the increase in fares if the necessary 
rehabilitation of the lines is to be pro- 
vided. Despite this considerable oppo- 
sition has developed to the commission’s 
policy of increasing fares. Judge 
Dingeman, chairman of the board of 
arbitration that decided the question as 
to the increase of wages for the plat- 
form men, expressed the opinion that 
according to the study of the finances 
of the department, made during the 
arbitration proceedings, the increase in 
fares was not necessary. Judge Dinge- 
man stated that the possibility of an 
increase in fares resulting from an in- 
crease in wages of the men was care- 
fully considered by the arbitrators and 
after analyzing the figures presented, 
it was the belief of the board that the 
higher wages granted the men would 
not necessitate an increase in fares. 

Mayor Doremus, it is stated, in 
agreeing to the increased fare plan de- 
pended mainly on the judgment of the 
commission in regard to this particular 
point. 

A proposed resolution to be intro- 
duced in the City Council by Council- 
man John A. Kronk, requesting the 
Street’ Railway Commission to appear 
before that body and explain why the 
increase in fares was necessary, was 
protested against by Ross Schram, 


assistant general manager. Mr. Schram 
pointed out that the commission had 
made a thorough study of the fare 


question before deciding on an in- 
crease, and while the commission was 
willing at any time to lay its books be- 
fore the Council, it protested against in- 
terference with its management of the 
DSUs 

Councilman Kronk favors a straight 
5-cent fare with an increase in the cost 
of transfers sufficient to meet the in- 
crease in operating costs due to the re- 
cent increase in pay and the higher 
power costs which became effective on 
July 1. Mr. Schram says this plan 
would penalize the car riders living on 
transfer lines. Mr. Kronk also favors 
the plan proposed by Mayor Doremus 
for refinancing the street railway pur- 
chase by issuing twenty-year or thirty- 
year bonds and with the proceeds of 
the bond sale to pay off the ten-year 
mortgage on the system. This arrange- 
ment, he stated, would provide for the 
financing of the extensions, additions 
and betterments each year from the 
earnings. 


Restraining Order Continued 
in Schenectady 


Supreme Court’ Justice John C. 
Crapser in a special term of the Su- 
preme Court at Canton, N. Y., on Aug. 
25, granted the motion of the attorneys 
for the Schenectady Railway that the 
order of Supreme Court Justice Ed- 
ward N, Angell restraining jitney 
drivers from operating parallel to the 
company’s lines be continued during the 
trial of the case. Attorneys repre- 
senting the jitney men, whose activi- 
ties are an outgrowth of the Schenec- 
tady trolley strike, opposed the motion 
on the ground that the city of 
Schenectady licensed the operation of 
the jitneys. 

Company attorneys also made a mo- 
tion on an order to show cause why the 
defendants should not be punished for 
contempt in disobeying the injunction. 
Justice Crapser interposed with the 
suggestion that the opposing factions 
come to an agreement before proceed- 
ing. After a conference of attorneys 
it was agreed with Judge Crapser that 
an adjournment be taken for one week 
and that it be understood that counsel 
for the defendants explain to members 
of the jitney men’s organization the 
court order and advise them to main- 
tain it. 


Increased Service Kills Jitneys.— 
Cars on the Point Place lines, operated 
by the Toledo, Ottawa Beach & North- 
ern Railroad, have put three buses that 
have been in competition for many 
months out of business by an increase 
to a fifteen-minute service. The buses 
quit about two weeks before the new 
state license law went into effect. 


Bus Licenses Denied 


Maine Commission Refuses Authoriza- 
tion for Bus Service Since Present 
Agencies Are Satisfactory 


The Maine Public Utilities Commis- 
sion has just handed down a decision 
refusing to grant licenses for bus 
operations over regular routes between 
Portland and Old Orchard. The bus 
applications were in competition with 
a steam railroad, namely, the Boston 
& Maine, and an electric line, the Cum- 
berland County Power & Light Com- 
pany. In dismissing the petitions the 
commission said: 

Competition, which adds life and force 
and incentive to ordinary industries, cannot 
truthfully be said to be desirable in the 
conduct of public utilities, which in their 
nature, although owned by private individ- 
uals, are dedicated to the use of all the 
citizens of the community. Public utilities 
must, of necessity, be limited in number in 
any given community in order to be at all 


remunerative and hence able to attract 
capital for maintenance and development. 


The commission brought out the fact 
that at the hearing no complaint was 
registered against the agencies oper- 
ating this service. Further, that ade- 
quate service was enjoined by statute 
from -all the public utilities of the 


_state, and it had frequently been ordered 


by the commission against the protests 
of the utilities that additional service 
would not be remunerative. According 
to the evidence brought out at the 
hearing, the Portland Railroad, which 
is operated by the Cumberland County 
Power & Light Company, for the first 
six months of 19238 failed to earn its 
operating fixed: charges and rental by 
the amount of $5,258, and it was shown 
that only from June 1 until after Labor 
Day is this branch of the service, be- 
tween Portland and Old Orchard, self- 
supporting. 

The opinion emphasized the fact that 
this was the acute problem facing elec- 
tric railways not only in Maine but 
throughout the United States; that the 
mere desire of an operator of a motor 
vehicle to provide himself with lucra- 
tive business during the summer sea- 
son should not be sufficient to place in 
his hands an agency of destruction of 
the electric railway system. The prob- 
lem, this order said, was squarely pre- 
sented whether or not a regularly 
organized and operated street railway 
service conducting its business for 
seven days a week and twelve months 
of the year under the control of the 
commission, and the duty imposed by 
the state law that its service shall be 
reasonable, adequate and safe, shall be 
protected from a competition that exists 
only during the summer months, and 
which ceases when the traffic diminishes 
by the passing from the border -of the 
numerous tourists who make the com- 
munity their homes during the sum- 
mer months. 

The commission said further that 
after reflecting upon the consequences 
of a discontinued realway service it 
believed that the general welfare of all 
the people would be benefited by the 
refusal of certificates for bus opera- 
tion between these places. 
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Submits Fare Proposals 
for Superior 


The Duluth-Superior Traction Com- 
pany has submitted two proposals with 
a view to ending the present fare con- 
troversy in Superior. 

They are a fare of 10 cents cash with 
four riders for 25 cents. Service not 
less than the present schedule, and 
with no change in municipal require- 
ments affecting operating conditions 
and a 10-cent cash fare with five tick- 
ets for 30 cents. At present the com- 
pany is charging a 6-cent fare and sells 
six tickets for 35 cents. 

This proposal was made by the com- 
pany as the result of a request re- 
cently made by city officials. The city 
commissioners stated that if the com- 
pany would submit an offer they would 
be in a better position to give it at- 
tention and would doubtless reach an 
agreement sooner than if the whole sub- 
ject of fares were made the basis of 
discussion \without any definite pro- 
gram or plan being offered. 


Will Experiment with Buses.—The 
Northern Indiana Railway, South Bend, 
Ind., will start the operation of motor 
buses on Sept. 1 as an experiment. The 
company hopes that the bus service 
will relieve some of the congestion on 
Miami and Michigan Streets. 


Referendum on Bus System. — By 
unanimous vote the City Council of 
Buffalo adopted the recommendation 
of Frank C. Perkins, Commissioner of 
Public Affairs, that a referendum be 
held at the next election in November 
on a bond issue of $1,000,000 for a 
municipal bus system. 


“Safety Always” Issued—An _in- 
structive as well as unusual booklet 
entitled “Safety Always” has just been 
issued by the Philadelphia company. 
Two charts are printed inside the pam- 
phlet, one showing how “you” can be- 
come a member of a good health organ- 
ization and the other giving nine direc- 
tions for avoiding accidents. It sums 
up the whole matter in the phrase “A 
second’s thought may add years to your 
life.” 


Bus Replaces Trolley Discontinued by 
Accident.—The city of Corry, Pa., was 
deprived of service over the lines of 
the Corry & Columbus Traction Com- 
pany on Aug. 27 owing to the burning 
out of a transformer in the power 
house. Meanwhile, a bus line has been 
established to replace the trolley be- 
tween Corry and Columbus. 

Applies for Service Restoration.— 
The New York Transit Commission has 
applied to the Supreme Court for a 
writ of mandamus ordering the sub- 
sidiary companies of the Brooklyn- 
Manhattan Transit Company and the 
Brooklyn City Railroad to restore serv- 
ice on four surface lines in Brooklyn. 
Oct. 8 has been set as the date for the 
argument. 


Fare Mounts.—The rate of fare of 
the Cleveland Railway goes up to 
straight 5 cents on Sept. 1. -Since 

August, 1922, Cleveland car riders have 


been riding for a fraction under this 
rate because tickets were sold at the 
rate of eleven for 50 cents. The present 
increase is due to the fact that the 
company’s so-called interest fund, the 
fare barometer, has dropped below the 
sum of $300,000, at which point the fare 
automatically is boosted. The drop in 
the interest fund is caused by a decrease 
in the number of car riders during the 
past several months and a 5-cent an 
hour wage increase given the trainmen 
on May 1. A 1-cent charge for trans- 
fer will continue. 

Another Extension of Fare Grant 
Proposed.—The committee on streets 
of the City Council of Richmond, Va., 
has before it for consideration the ordi- 


nance granting an extension of a 6-cent 
fare privilege to the Virginia Railway 
& Power Company for a period of six 
months after Oct. 11, when the present 
permit expires. There has been con- 
siderable agitation to amend the grant 
by requiring the company to sell tickets 
at the rate of five for 25 cents, or 6 
cents a single fare, and to open its via- 
ducts in the city free to all vehicular 
traffic. In the event the petition of the 
company is disregarded by the City 
Council, the original fare rates will be- 
come automatically effective after Oct. 
11. The franchises demand a 5-cent 


straight fare, with six tickets for 25 
cents; and labor and school tickets at 


% cents each. 


DS 


Legal Notes 


FEDERAL Courts—Valuation Should Be 
at Present and Future Values, Not 
Past Values. Five-and-a-Third 
per Cent Return Wholly Inade- 
quate. Commission’s Responsibility 
Is to Regulate, Not Manage. 

It is a matter of common knowledge 
that, in costs of material, labor, sup- 
plies, etc., used by public service cor- 
porations, there were large increases, 
between the years 1913, 1914 and 1916, 
and the year 1919. Under the due 
process clause of the federal Consti- 
tution, the fair return on the property 
of a public service corporation to which 
it is entitled, and which must be de. 
termined in inquiry as to the reason- 
ableness of regulation of its rates, is 
the fair return on the reasonable value 
of the property at the time it is being 
used for the public and not merely its 
cost with increases of value excluded. 
It is impossible to ascertain what will 
amount to a fair return on properties 
devoted to public service unless 
consideration is given to the cost of 
labor, supplies, etc, at the time the 
investigation is made, and an honest 
and intelligent forecast of probable 
future values, made on a view of all 
the relevant circumstances, is essential. 

Where rates for a telephone company 
fixed by the public service commission 
would yield the company 11% per cent 
of the minimum value of its property, 
of which 6 per cent concededly should 
be allowed for depreciation, the re- 
mainder, or 5% per cent on the value 
of the property, is a wholly inadequate 
return, when the character of the in- 
vestment and the prevailing interest 
rates are considered. 

While the state may regulate with 
a view to enforcing reasonable rates 
and charges, it is not the owner of the 
property of public utilities companies, 
and it is not clothed with the general 
power of management incident to own- 
ership. Hence a public service com- 
mission cannot ignore items charged by 
the utility as operating expenses, un- 
less there is an abuse of discretion by 
the corporate officers. (State of Mis- 
souri ex rel. Southwestern Bell 


Telephone Co. vs. Public 
Commission of Missouri. 
Court Rep., 544.) 


GEorGiA—Property Owner Not Re- 
lieved for Liability for Repaving 
Because :He Paid a Part of the 
Original Cost. 

A* company had a contract with a 
city by which, for a “franchise, ease- 
ment or right-of-way” on a certain 
street, it agreed to pay a certain sum 
for the purpose of widening and grad- 
ing the street and an additional sum 
to cover two-thirds of the cost of the 
paving. These obligations were car- 
ried out, but the court held that they 
did not exempt the company from a 
subsequent. assessment as a property 
owner for the cost of repaving the 
street. [Town of Decatur vs. Georgia 
Railway & Electric Co., 116 Southeast 
Rep. 645.] 


PENNSYLVANIA—Pedestrian Struck by 
Car, Deflected from Regular Route 
Along Intersecting Street, Held 
Not Contributorily Negligent. 

One struck by a street car while 
crossing a street, into which it was 
suddenly deflected by a misplaced 
switch from its regular and well-known 
route, held not contributorily negligent 
in not looking back down the intersect- 
ing street, especially where she stopped 
at the edge of the track. [Heaps vs. 
Southern Pennsylvania Traction Co., 
120 Atlantic Rep. 548.] 


WISCONSIN—Not Responsible for De- 
raiment Due to Auto on Track. 


It is not negligent to operate an elec- 
tric train at a speed of 50 m.p.h. on a 
straight track in the open country. It 
is also not negligent for the motorman 
of such trains not to anticipate that 
there will be a collision on a parallel 
road between an automobile and a 
truck which will force the automobile 
onto the track ahead of his train. 
Hence a passenger injured because 
such a train was derailed cannot col- 
lect damages from the railway com- 
pany. [Smith vs. Chicago, N. S. & M. 
R.R., 193 Northwest Rep. 64.] 
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Personal Items 


Mr. McCants Manager Market 
Street Railway 


Melnotte McCants was appointed 
general manager of the Market Street 
Railway, San Francisco, Cal., on Aug. 
23 by Charles N. Black, president and 
former general manager. Mr. McCants 
will take over a portion of the duties 
previously discharged by Mr. Black. 
Mr. McCants has been serving in the 
capacity of assistant to the president. 
His appointment was confirmed by the 
board of directors on Mr. Black’s 
recommendation. Mr. McCants was 
formerly traveling passenger agent for 
the Southern Railway. He joined the 
Market Street Railway in 1906. 


W. R. Phipps in Meridian 


William R. Phipps, whose appoini- 
ment as general manager of the Meri- 
dian Light & Railway Company to suc- 
ceed H. G. Bonner was announced in the 
June 16 issue of the ELECTRIC RAILWAY 
JOURNAL, entered the public utility pusi- 
ness in the electric light field as arc 
lamp trimmer at Paris, Tex. Later he 
became fireman and oiler and engineer 
in the electric plant. After doing some 
construction work with the Electrical 
Construction Company at Dallas, he 
went as chief engineer of the Interur- 
ban Railway, McAlister, Okla. His 
other positions included erecting engi- 
neer for Allis-Chalmers Company in 
Texas and Oklahoma, chief engineer of 
the Consumers Light & Heating Com- 
pany, Fort Worth, Tex; chief engi- 
neer, superintendent, general superin- 
tendent and general manager of the 
Brush Electric Company, Galveston, 
Tex., and director customer ownership 
division, securities department, Henry 
L. Doherty & Company, New York. 

Mr. Phipps was born in Paris, Tex., 
in 1880 and was trained in electrical 
and mechanical engineering. He be- 
longs to many associations and clubs 
and is an associate member of the 
American Institute of Electrical Engi- 
neers. 


D. C. Green Resigns 


D. C. Green, vice-president and gen- 
eral manager of the Fort Smith Light 
& Traction Company and the Missis- 
sippi Valley Power Company, has re- 
signed after nearly seven years as man- 
ager of the Fort Smith properties. 

It was in the fall of 1916 that Mr. 
Green, then manager of the Salt Lake 
division of the Utah Light & Power 
Company, with offices in Sa]t Lake City, 
left that position to take hold of the 
Fort Smith properties. Before taking 
the position with the Utah Power & 
Light Company he was connected with 
the Byllesby interests for several years 
at San Diego, Albany and Marchfield, 
Ore., and Everett, Wash. Mr. Green’s 


birthplace was near Patriot, Ind. He 
was graduated from Purdue University 
in electrical engineering in 1908. 

It is not known definitely whether 
Mr. Green will continue in the public 
utility field or branch out into private 
business. Robert C. Coffy succeeds him 
at Fort Smith. 


R. C. Coffy Appointed Vice- 
President at Fort Smith 


Robert C. Coffy has been appointed 
to the office of vice-president and gen- 
eral manager of the Fort Smith Light 
& Traction Company. He has been 
manager of the central division of the 
Oklahoma Gas & Electric Company 


R. C. Coffy 


since January, 1918. Mr. Coffy has 
been connected with the utility indus- 
try since April, 1908, when he obtained 
employment as a meter record clerk 
with the Oklahoma Gas & Electric 
Company at Oklahoma City. In March, 
1912, he moved to Tacoma, Wash., be- 
coming general bookkeeper with the 
Tacoma Gas Company. September of 
that year saw his appointment as 
treasurer and auditor of that company. 
He remained there until March, 1915, 
when he was transferred to Everett, as- 
suming the managership of the com- 
pany’s property in that town. His 
next transfer occurred in January, 
1918, when he was assigned as man- 
ager of the central division of the 
Oklahoma Gas & Electric Company. 


J. F. Cunningham, Jr., G. E. 
Production Manager 


John F. Cunningham, Jr., has been 
appointed assistant manager of the 
production department of the Schenec- 
tady Works of the General Electric 
Company. Mr. Cunningham was born 
in Valley Falls, N. Y. After leaving 
school he entered the employ of the 
Hoosick Falls Power & Light Company 


and served that company for two years, 
doing power station and line work. In 
1901 he entered the employ of the Gen- 
eral Electric Company in the armature 
department. In 1906 he was transferred 
to the turbine section of the production 
department as production clerk. He 
was later transferred to the main sec- 
tion of the production department as 
contract clerk and still later was made 
assistant to the production manager, 
in charge of requisition service. In 
1919 he was transferred to the works 
manager’s office in the capacity of spe- 
cial representative. 


Editor Low Honored 


Fred. R. Low was tendered a dinner 
on Aug. 29 and presented with a fine 
silver loving cup by his associates in 
the Mc-Graw-Hill Company in honor 
of his thirty-fifth anniversary as editor 
of Power. Mr. Low has not only been 
considered one of the foremost busi- 
ness papers editors but he has given 
greatly of his time and energy to the 
work of the American Society of Me- 
chanical Engineers. As chairman of 
its committee on power test codes he 
had a large part in drawing up the 
boiler code which became the basis of 
the law not only in the United States 
but in a number of foreign countries. 
He is now first vice-president of the 
society and will presumably be its next 
president. As such his duties in 1924 
will be particularly significant because 
of the World Power Conference which 
is to take place during his admin- 
istration. 

Mr. Low’s great success as an editor 
was attributed by James H. McGraw 
to his ability to harness his vision 
for service. Mr. McGraw said he was 
a practical idealist in his field. When 
Mr. Low was offered the position 
of editor of Power in 1888 he said that 
he did not know enough to take the 
position. H. M. Swetland, general 
manager of the company which then 
owned Power, replied that he expected 
an editor to be more of a scoop than 
a reservoir. ; 

ERRESSSES 


Obituary 


Oliver T. Harvell, who for the past 
fourteen years has been connected with 
the Georgia Railway & Power Com- 
pany, Atlanta, as a commercial engi- 
neer, and who was well known as an 
engineer in public utility circles of the 
South, died recently at his home in 
Atlanta at the age of forty years. 


J. Alfred Landry, president of the 
Lake Charles Railway, Light & Water 


- Works Company, Lake Charles, La., 


died recently at the age of sixty-four. 
He had the sticktoitiveness to forge 
ahead despite difficulties and _ short- 
comings. It was through his untiring 
efforts that the elective railway be- 
came a reality in Lake Charles. At 
the time of his death he was the con- 
trolling factor in all public utilities 
in Lake Charles. : 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Ready to Start on Rehabilitation 
Program in Detroit 


The Detroit Street Railway Commis- 
sion plans to begin work on the pro- 
gram of extensions and rehabilitation 
of the existing lines of the municipal 
railway. The improvements include 
the rebuilding of 13 miles of the old 
Pingree lines, placing new pavements 
between the tracks where the present 
pavement is defective, purchasing 200 
new cars and repairing and repainting 
from eighty to 100 cars monthly in- 
stead of the twenty-five to thirty as 
under the present schedule at the 
Highland Park shop. These better- 
ments, it is expected, will not only ex- 
haust the additional revenue from the 
fare increase but will also require the 
$5,000,000 bonds which were author- 
ized last spring but are yet unsold. A 
resolution passed by the Council last 
spring authorized the Comptroller to 
borrow $1,500,000 for street railway 
additions and extensions. This amount 
has been borrowed in anticipation of 
the sale of the bonds. 


Paving Brick Production 


Continued steady production of vitri- 
fied paving brick indicates a healthy 
business condition in the industry and 
continued active brick street and road 
construction work during the balance 
of the season. The July statistical re- 
port just issued by the National Pavy- 
ing Brick Manufacturers’ Association, 
shows production and shipments keep- 
ing pace with those of previous months. 
Production for July was 30,529,000 and 
shipments 27,092,000, compared with 
production during June of 31,105,000 
and shipments of 27,251,000. Stock on 
hand of 78,835,000 brick is reported. 
July shipments were made into thirty 
states and Canada, with Ohio leading in 
consumption, followed by Illinois, 
Texas, Iowa and Pennsylvania in the 
order named. 


Price of Bayonet Base Lamps 


Among the ways mentioned in the 
June 16 issue of the ELECTRIC RAILWAY 
JOURNAL to prevent the theft of lamps 
from electric railway cars was the use 
of a medium bayonet base. Inquiry has 
been made by railways concerning the 
cost of such lamps, and the following 
comparative price list of screw and 
bayonet base lamps is therefore pub- 
lished: 


Medium Medium 
Screw Bayonet 


Watts Bulb Base Base 
23 S-17 $0.32 $0.42 
36. S-19 0.32 0.42 
Seared S-21 0.37 0.47 
cB o5 Ge ORES Bee S-24% 0.95 1.05 


The price of the bayonet base lamp 


is higher in every case because of the 
special handling required. Some re- 
duction would be possible, however, if 
this type lamp were bought in large 
quantities. These prices are subject to 
change without notice. 


Asphalt-Concrete Favored for 
Street Railway Paving 


At the annual conference of the 
Asphalt Association held at Denver, 
Colo., Aug. 21 and 22, asphalt-concrete 
was favored as the best material for 
paving, especially alongside street rail- 
way tracks. A detailed description was 
given by the city engineer of the meth- 
ods used in Los Angeles for this pur- 
pose. The asphalt-concrete is laid tight 
against the rail to which it is bound by 
asphalt cement, and it is guttered out 
by a special tool on the gage side of the 
rail to make way for the wheel flanges. 
This construction has given perfect 
satisfaction, it was said, the flexibility 
of the asphalt-concrete absorbing all 
the vibration of car traffic without any 
loosening of the bond between rails and 
the concrete. 

It was pointed out also that concrete 
is likely to. deteriorate in the presence 
of alkali, on account of the replacement 
of the lime of the cement by soda, 
leaving nothing but loose dust where 
once there was cement. This condition 


may be remedied in two ways, either by 
mixing asphalt in the original concrete, 
which reduces its porosity but makes 
it less strong, or by giving an asphalt 
coating to the finished concrete. 


No Change in Rail Prices 


The United States Steel Corporation 
has announced that its price for steel 
rails for delivery up to March 381, 1924, 
will be the same as that prevailing for 
shipment up to the end of the current 
year, namely $43 per ton. It is thought 
that all other makers of steel rails will 
follow the example of the Steel Cor- 
poration and establish this price for the 
first quarter of next year. 

No orders will be taken, however, 
for delivery after March 31 next at this 
price. After that date the price may 
be increased. The announcement has 
been made at this time because in- 
quiries and orders for rails to be de- 
livered during the first three months of 
next year have already been received 
in considerable volume by the steel 
companies. Such purchases have al- 
ready reached a total of more than 
400,000 tons. A number of the larger 
railroads are expected to come into 
the market in the near future and their 
requirements may total as much more. 

_The fact that there will be no imme- 
diate change in the price of steel rails 
does not necessarily mean that there 
will be no change in the price of other 
steel products. In the past the price of 
other products has been advanced while 
the price of rails was kept the same. 
It is possible that the same procedure 
will be followed again and a general 
higher price level of steel products will 
result from the abolition of the twelve- 
hour day. 


ELECTRIC RAILWAY MATERIAL PRICES—AUG. 28, 1923 


Metals—New York 
Copper, electrolytic, cents perlb........... 13. 


927 | Linseed oil (5 bbl. lots), pergal.... . 


Paints, Putty and Glass—New York 
$0.91 


Lead, contsiperib.. 0. cc:.... 0. ecs eee é Whi _ 

: Nickel, ponte Eko sco ee ee 28. 4 esi Me ra ha Se ARETE: 
MANO AOCHUS POLAT cisiscisisie.c.cs ces aed 6.75 E75 
Tin Straits, centsperlb.................. 40.625 
Aluminum, 98 to 99 per cent,centsperlb... 25.50 eee, 
Babbitt metal, warehouse, cents per lb.: 

Bia ORANG Meares ecw islele sled sec dees 52.00 Gee 
OLY STUTAGT CET LAE oss tan aon Ae 25.00 85. 0% 
-U% 
: F 4, 
Bituminous Coal ie 
Smokeless mine run, f.o.b. vessel, Hampton 
HORS  teeeireeM ale tay che Ss Selb else $5.075 
somerset pee run, Boston neon ‘ 2.50 17.50 
ittsburgh mine , Pittsburgh. d G 
Reasi heel ececuiacs, Chicnzo 1625 Pete eovered Wire, No. 14, per |,000ft... $7.00 
Central, Ill., screenings, Chicago. .. ae 1.425 Lee rae cents perlb....... 18.75 
Kansas screenings, Kansas City........... 2.625 Paving Materials 
¥ 4 Pavi t i 
Track Materials—Pittsburgh Cosi ead ene head } $3.50 
Standard Bessemer steel rails, grosston.... $43.00 oe bersa.yd...-.......6. 00 i 3.10 
Seas eee bean rails, grosston...... 43.00 ce paving 3}, 16 treatment, N. Y., 
ailroad spikes, drive, Pittsburgh base, i eee acre tan ae Aad eR caL agee alles sieve) ele 79 
’ Paving brick 34x84x4, N. Y. i 
wie plates (lad type), eenis perib.. 11. 2.475 ceaplonlots. Ee 3h. 00 
Angle bars, cents perlb................:. 2:75. | Crushed stone, {-in., carload lots, N. Y., 
Rail bolts and nuts, Pittsburgh base, cents, Ib. 4.125 | Per oUYGs.-. eee eevee yess 1.75 
Steel bars, centsperlb................... 2.40 gated Cevago consumers net prices, 
Ties, white oak, Chicago, 6in.x8in.x8}ft.... $1.50 Gavettin Sa Gh ean oa a a ao 
, + Cu.yd., f.0. b. N.Y......... AVE: 
Hardware—Pittsburgh Sand, ia VEC een aN isos 2 oo. 1.25 
Wire nails, base per keg. ............0--5- 3.00 Old Metals—New York 
Sheet iron (28 gage), cents perlb........... 3.75 | Heavy corper, cents perlb.........:... 11 25 
Sheet iron, galvanized (28 gage), cents per |b. 5.00 | Light copper, cents per lb... Lae 9.75 
Galvanized barbed wire, cents per lb....... 3.80 | Heavy brass, cents perlb............ 5.50 
Galvanized wire, ordinary, cents per lb.... . 3.35 | Zine, old scrap, cents per lb.. ... 4.25 
aes = ae par brass, cents Bale, (heavy 6.25 
ante” ew Yor ead, heavy, cents perlb.............. 5.75 
e—. Stee] car axles, Chicago, net ae ; 
Waste, wool, cents perlb................- 12-16 | Old car wheels, Chisaga ae ae me ; s es 
Waste, cotton (1001b. bale), cents per Ib.: Rails (short), Chicago, gross ton... || 20.25 
White. se. ona07305> GRA eoe Se 11-13, 50} Rails, (relaying), Chicago, grosston....... 33.50 
(oj Foyrete a nici clin CAN ea 8-13 | Machine turnings, Chicago, net ton. .... . 8.75 
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British Contract with U. S. Firm 


The bid of the United States Steel 
Products Company for special track- 
work in Manchester, England, has been 
approved by the Town Council. The 
figure submitted by the American firm 
was £14,027, while the lowest English 
bid was £15,465. 


Rolling Stock 


Northern Indiana Railway, South 
Bend, Ind., has purchased three buses 
which will be put into service on 
Sept. 1. 

Detroit Municipal Railway will pur- 
chase 200 cars in accordance with the 
rehabilitation plan recently announced 
by the Street Railway Commission. 

Interborough Rapid Transit Com- 
pany, New York, N. Y., has been 
ordered by the Transit Commission to 
purchase 100 steel cars right away and 
150 more as soon as the Board of Esti- 
mate provides additional yard space. 


United Railways, St. Louis, Mo., will 
build sixty new cars at a cost of $600,- 
000 this year and forty early next year 
at a cost of $400,000. This is in ac- 
cordance with authorization recently 
given by United States Judge Faris to 
Rolla Wells, receiver for the company, 
to spend $1,218,806 during the balance 
of 1923 for construction, reconstruction, 
repairs and maintenance of the com- 
pany’s property. 

Monongahela-West Penn Public Serv- 
ice Company, Fairmont, W. Va., will 
put in operation shortly the seventeen 
new city cars which were ordered in 
February of the present year from the 
Cincinnati Car Company and which cost 
approximately $11,000 each. These cars 
are equipped with all safety devices 
and have a seating capacity of forty- 
eight passengers. The cars are to be 
pay-as-you-enter, with the motorman 
collecting the fares. 


Track and Roadway 


Southern Public Utilities Company, 
Charlotte, N. C., has just rebuilt its 
Pegram Street line at Belmont Park. 

Philadelphia & Easton Transit Com- 
pany, Doylestown, Pa., has been ordered 
by the Common Council of Doylestown 
to co-operate with the borough and 
state in rebuilding North Main Street. 


Madison Railways, Madison, Wis., 
will begin work soon on laying new 
track on Breeze Terrace from Univer- 
sity Avenue to Regent Street. Provi- 
sion will also be made for double track- 
ing this street. 


Southern Indiana Gas & Electric 
Company, Evansville, Ind., is planning 
to extend the Washington Avenue 
street car line from its present ter- 
minus to the Bosse High School. The 
construction of this extension will not 
be made before early spring. 

Kitchener, Ont.—The Kitchener Light 
Commission and a committee of the 
Waterloo Council have reached an 
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agreement regarding the double-track- 
ing of the railway line between Union 
Street and William Street in the town 
of Kitchener. 


New York, N. Y.—The Transit Com- 
mission has received bids for necessary 
alterations in the structure of the Four- 
teenth Street-Eastern subway line in 
Bushwick Avenue, Brooklyn, to provide 
for the installation of a crossover to 
facilitate the turning of trains when the 
line is placed in operation next year. 
The lowest bid, which has not yet been 
checked by the engineers acting for the 
commission was that of David Levy for 
$47,148. 


Power Houses, Shops and 
Buildings 


Milwaukee Northern Railway, She- 
boygan, Wis., will erect a new pas- 
senger depot and freight yards with 
suitable trackage for storage and han- 
dling cars and freight on Jefferson 
Avenue. 


Los Angeles Railway has installed 
new equipment consisting of trans- 
formers and switches in the Sentous 
Street substation to meet the needs and 
demands of the new division four ad- 
ministration building. 

Arkansas Central Power Company, 
Little Rock, Ark., will improve its sys- 
tem, spending approximately $550,000. 
Two new substations will be built, cost- 
ing $100,000. These substations will 
be of the automatic kind for the redis- 
tribution of power and light and for 
electric railway current. 

Detroit Edison Compay has ordered 
from the Westinghouse Electric & 
Manufacturing Company seven 1,000- 
kw., 60-cyele railway converters with 
single-phase 23,000-volt transformers 
and automatic switching equipment, to 
be installed in seven new substations 
along the line of the Port Huron divi- 
sion of the Detroit United Railways. 
The Detroit Edison Company is chang- 
ing the 25-cycle transmission line sup- 
plying this railway to 60 cycles and 
instead of reconstructing the old sub- 
stations it was decided to build entirely 
new ones for complete automatic opera- 
tion. The substation equipment will not 
include high-tension oil circuit breakers, 
but three single-phase transformers 
will be connected to the transmission 
line through high-tension expulsion 
type fuses. The fusing of power trans- 
formers for supplying industrial sery- 
ice is the general practice of the com- 
pany. The new stations will be built of 
sheet steel on steel framing. 
SS 


Trade Notes 


Breda Locomotive & Car Works Com- 
pany, Milan, Italy, is completing forty 
street railway cars for the Lima 
(Peru) Tramways. Electrical equip- 
ment is being supplied by the Tecno- 
masio Italiano Company of Milan and 
the airbrake apparatus by the Italian 
Westinghouse Brake Company, of 
Turin. The cars are of composite steel 
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and wood construction, with plain arch 
roof, and are of knock-down type. 
Texas Crecsoting Company, Orange, 
Texas, was organized on Aug. 1, 1923, 
by R. S. Manley and associates. Mr. 
Manley was formerly president of the 
Creosoted Materials Company of New 
Orleans. D. E. Roach, formerly secre- 
tary-treasurer of the Creosoted Ma- 
terials Company is secretary-treasurer 
of the new organization. The creosot- 
ing plant, which will be modern in every 
respect, will consist of two cylinders 
90 in. in diameter and 120 ft. long. The 
estimated annual capacity under ordi- 
nary conditions is 30,000,000 ft., which 
will include pvailway cross-ties, piles, 
poles, cross-arms and timber of all 
kinds. The plant will be located on 
tidewater, with facilities for shipment 
by rail or water. It is understood that 
actual construction work will start im- 
mediately and that the plant will be 
ready for operation early in 1924. 


Heine Boiler Company, St. Louis, an- 
nounces the following changes in the 
sales organization. George F. Murphy, 
who has completed the reorganization 
of the New York office, has taken charge 
of the Philadelphia territory, with head- 
quarters inthe Pennsylvania Building. 
Harold P. Childs, formerly special rep- 
resentative of the executive offices of the 
General Electric Company, has become 
associated with the company as man- 
ager of the New York office, with head- 
quarters at 11 Broadway. J. R. Fortune, 
formerly manager of the Detroit office, 
has assumed charge of the territories 
heretofore covered by Pittsburgh, Cleve- 
land and Detroit, offices, and will main- 
tain offices in the Dime Bank Building, 
Detroit, and in the Park Building, Pitts- 
burgh. These changes became effective 
on Aug. 1. The company also announces 
the ‘discontinuance of its Cleveland 


office. 
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New Advertising Literature 


C. L. Downey Company, manufac- 
turer of “Steel-Strong” coin-counting 
machines, has issued an interesting and 
extensively illustrated catalog describ- 
ing its product. The Cleveland Fare 
Box Company of Cleveland is distributor 
to street railways. : 

Nichols-Lintern Company, Cleveland, 
Ohio, has issued a bulletin descriptive | 
of its new N-L stoplight signal for elec- 
tric railways. The company has also 
issued a new catalog, “Superior Ven-. 
tilation,” fully describing N-L ventila- 
tors for electric railway cars and motor 
buses. 

General Electric Company, Schenec- 
tady, N. Y., has described in Bulletin 
47,635 types PQ-25 and PQ-26 under 
voltage relays, which provide adequate 
protection of apparatus from damage 
caused by sudden return of supply 
voltage after its failure or reduction. 
The relays are of the self-resetting 
plunger type and may be supplied for 
operation on either direct or alternat- 
ing-current control Type PQ-25 is for 
single-circuit control while type PQ-26 
is for two-circuit control. : 


